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THE RAILROAD TRAFFIC MAN 
The following appeared in the Chicago Herald- 
Examiner recently : 


Henry Ford’s traffic director made what strikes one as a 
very sensible suggestion to a large gathering of railroad traffic 
men at Boston this week. 


He urged each railroad to reach out and engage a capable, 
industrious executive, a man familiar with the needs of shippers, 
and put him in charge of traffic, with the rank of vice president. 

The railroads, he said think more about their own business, 
their own facilities, their own requirements, than they do about 
the requirements and problems of the shipper. 

“Get a man who speaks the language of the shipper, a man 
who looks at things through the eyes of the shipper, rather than 
through the eyes of the railroads,” he advised. 

Sensible, isn’t it? 

We agree with the writer that there is something 
in the suggestion, We would hardly go so far as to say 
that every railroad ought to take from the industries its 
vice president in charge of traffic, but we do think that 
now and then it might be well for a railroad to employ 
an industrial traffic man in an official position in its 
traffic department. The industries get their traffic men 
largely from the railroads, partly because that is the 
easiest way to get good men and partly because they 
want men with the railroad experience and point of view. 
Why could not the railroads, now and then, recruit their 
forces from the ranks of the industrial traffic men—either 
those who originally served with the railroads and have 
since obtained the shipper experience, or those who have 
had all their training with the industries—and thus get 
the benefit of the services of men who have the point of 
view of the man who buys transportation? It is a fact 
that many of the things that cause vexation and strained 
telations between carriers and shippers arise from the 
fact that many railroad traffic men think only of what 
the railroad is trying to accomplish, with no thought or 
Care for the shippers’ point of view. It is never a bad 
idea to have a man who has worked on both sides of the 
fence to deal with one’s-customers. Such a thing may 
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have been done by a railroad but, if so, we have never 
heard of it. 


THE TRAFFIC WORLD SUBSIDIZED 

John E. Benton, in his testimony before the Senate 
committee in the Section 15A hearing, though he specifi- 
cally disclaimed, in reading two Traffic World editorials 
to the committee, any intent to imply that the editorials 
were “bought and paid for” or that they did not express 
the opinion of the man who wrote them, nevertheless 
succeeded in impressing on some of the members of the 
committee the idea he seemed to wish to leave—that The 
Traffic World was subsidized by the railroads, We say 
he seemed to wish to leave that impression because, on 
no other theory, can we explain his introduction of the 
editorials. If they represented real opinion, uninfluenced 
by ulterior motives, then they were perfectly proper. 
Only if they represented railroad-influenced opinion and 
were a part of railroad “propaganda” to defeat the bill 
on hearing would they be improper. 

One of the editorials in question urged readers of 
The Traffic World who favored the retention of Section 
15A in the act to tell the Senate committee of their 
opinions. What is there improper about that, except 
on the theory that we have been hired by the railroads 
to do it? And why is it necessary to suppose anything 
of that sort? Even on the theory that everybody is 
crooked and that no one can have an opinion that is not 
the result of selfish interest, the supposition is foolish— 
first, because most of our subscribers are shippers and, 
though we do not hesitate to take the attitude that seems 
to us correct on any specific question, we would be fool- 
ish to allow ourselves to be seduced by the railroads and 
think that our readers would not*suspect it; second, be- 
cause the railroads are not alone in the desire for the 
retention of Section 15A at this time. Thousands of 
shippers, individually and through organizations of which 
they are members, have so expressed themselves. We 
are in agreement with them at least as much as with the 
railroads. Surely it is not believed by Mr. Benton that 
we are powerful enough to create all this shipper senti- 
ment? We contend that we are in accord on this matter 
with the majority of thoughtful men who handle trans- 
portation problems from the industrial side. If we hap- 
pen to be in agreement with the railroads. also that is 
because the railroads happen to be right. 

Senator Gooding’s repeated assertion that we are 
“pro railroad” because of the advertising the railroads 
do with us, explains, of course, the attitude of a mind 
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that must connect two such things. If he and those who 
think as he does knew something of the struggle we have 
had to get what little railroad advertising we carry, even 
they might not have the face to make such charges. We 
have been years trying to make a dent in the railroad 
policy not to advertise their freight-carrying facilities. 
We maintain an expensive advertising department, a part 
of whose duty it is to sell space to the railroads. In the 
particular issue Senator Gooding was examining, there 
were seven pages of railroad advertising in a sixty-eight 
page publication—proof positive of our perfidy! If these 
persons could see our correspondence files they would 
know how the railroads are tumbling over themselves to 
give us advertising copy and how all we have to do is 
sit in the office and receive it! If we are being subsidized 
we wish it could be accomplished a little more easily and 
with a little more profit for us, 


We fail to see the inconsistency of the second edi- 
torial, opposing the resolution for a reduction in agri- 
cultural rates, as compared with the first, which Mr. 
Benton says shows us to be without a sense of humor. 
We said it was proper for Congress to instruct the Com- 
mission as to the general level of rates, but improper 
(though lawful) for it to instruct it as to rates on specific 
commodities in order to meet political exigencies. Where- 
in is the inconsistency? We do not wonder that Senator 
Cummins was disgusted. 


If the railroads have been stirring up sentiment 
against the bill in question we do not know it, but we 
should say that they were quite within the proprieties in 
doing it. Why not? Wouldn’t the members of the com- 
mittee who favor the bill welcome the efforts of anyone 
who would stir up sentiment for it? But the Benton 
idea that the railroads can compel and are compelling 
shippers to signify opposition to the bill, because the 
shippers are dependent on the railroads, is ridiculous. 
It means that a shipper, asked by a railroad to oppose 
the bill, would, if he refused, suffer in service. Does 
anyone who knows anything about the relations between 
carrier and shipper believe that? On the contrary, those 
who know about such things know that it is the railraod 
man who has his hat in his hand, soliciting business from 
the shipper, The shipper cannot always get what he 
wants from the railroad, to be sure, but he is never 
afraid to ask nor to tell the railroad what he thinks of it 
when what he asks is refused. 

We have read again our editorial on “political rate 
making” in an effort to find anything that could be offens- 
ive to the committee or to Senator Pittman, who theatri- 
cally said that the writer of the editorial had used lan- 
guage that “he would not use in this room to me.” We 
wonder what he thinks would deter us—fear of physical 
violence or just awe in the august presence of a senator? 
At any rate, we repeat the only statement that we can 
find at which offense could be taken—that Congress is 
composed of politicians and half-baked economists. We 
were not thinking of Senator Pittman in particular, but 
if he thinks the shoe fits him we have no objection to 
his putting it on. The statement is true, and every school- 
boy knows it. The theory of our form of government, 
of course, is that the most suitable man.in a community 
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is chosen to represent it in Congress and the job is 
tendered to him. Once in a blue moon that happens. 
But what almost. always happens is that the politicians 
scramble for the election, or the nomination and the 
election, and, after one is elected, he concerns himself 
chiefly with reelection, Now and then, to be sure, even 
under that system, an able and conscientious man is 
chosen, but, generally speaking, we have in Congress a 
set of politicians. It is to the making of rates by such 
a body that we object. Indeed, we should object to the 
making of rates by Congress even if it were composed 
of a different kind of men, for they would not be experts 
and we think rates should be made by experts. We dis- 
tinctly recognized the right of Congress to make rates 
or to direct the policy to be pursued in the making of 
specific rates, if it desired, but we thought it should con- 
fine itself to a direction to the Commission as to the 
general level of rates necessary to produce an adequate 
revenue. We do not see how anyone can avoid agreeing 
with that as a general statement of principle, aside from 
the merits of this or any other particular case. 


We are not aware that the committee has done The 
Traffic World any particular courtesy in allowing its 
representative to be present at the hearings. It is our 
understanding that these hearings are public and that 
representatives of all the newspapers are admitted. We 
wait with interest to see what Senator Pittman will do 
as a result of his deliberations over what we have said 


_as to members of Congress being politicians, but we 


caution him that, if he excludes all representatives of 
newspapers that think as we do about Congress, there 


will be none left to record his antics and give them to 
the public, 


It is, of course, annoying to a publication that is 
trying to steer a straight course and that is influenced 
by nothing but what it considers to be right, to be accused 
of being “pro railroad” and of being “subsidized,” even 
though it knows that the accusation comes from. only a 
few and is credited by few. But we take it as one of the 
things that are a part of the routine in our business. 
Any publication that takes active part in the discussion 
of live issues must bear a certain amount of insinuation 
from those who do not agree with it or who are trying 
to accomplish things that it believes to be wrong. It is, 
generally, only a short time until these same suspicious 
persons are singing our praises because, on some other 
matter, we happen to be in agreement with them. We 
are crooked and foolish when we disagree with them, 
but honest and clearminded when we agree. So we do 
not allow our grief to break us. We were sometimes 
accused of being unpatriotic in the government operation 
period, when we ventured to criticise certain policies of 
the Railroad Administration, but, with the danger of 
retaliation removed, practically everyone came to agree 
with us about those policies and the government admini- 
stration of the railroads has become a standing joke; we 
were accused of being un-American when we opposed 
the ship subsidy bill (and it was even insinuated that we 
were in the pay of the foreign steamship lines), but there 
were enough men in Gongress who thought as we did 
to defeat the measure—and we have not heard of any 
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Congressional investigation of their motives. And so it 
goes, Some men have naturally nasty minds that must 
attribute bad motives; others do so in the heat of debate 
without thinking of the effect of their insinuations. It 
doesn’t bother us much. It is merely one of the disagree- 
able things about the business we are in. In the long 
run, we think, our readers believe that, though we may 
not always be right, we always try to be right and that 
we are not published in the interest of anything but 
what we conceive to be the public good. Whether they 
believe it or not, it is true. 

As to criticisms of them, objections come with poor 
grace from senators who do not bridle their own tongues. 
For instance, Senator Gooding, in the course of this 
week’s hearing on section 15a, spoke of James R. How- 
ard, chairman of the board of directors of The National 
Transportation Institute, as the paid agent of a_ great 
organization, with large salaries, putting out railroad 
propaganda. We, as our readers know, have criticized 
the Transportation Institute and we hold no brief for 
it, but there never was a more foul and malicious slander 
than this uttered by Senator Gooding. He might, per- 
haps, have his doubts about the integrity of Mr. Howard 
or the Transportation Institute and make, or cause to be 
made, an investigation to establish the truth, but to state 
his evil thoughts as a fact in this public way makes him 
guilty of a libel that only a United States senator could 
get away with. 

Our Congress is always more or less guilty of this 
sort of thing, but the present one—especially the Senate 
branch of it—for idle gossip and ignorant and malicious 
falsification, has the traditional sewing circle of garrulous 
old women backed off the boards. 


TRANSPORTATION INSTITUTE REPORT 


To earn enough money to buy a pint of ink an American 
railroad has to haul a ton of freight 48 miles, declared Dr. 
David Friday, director of research of the National Transpor- 
tation Institute, in a report on railroad earnings made public 
at headquarters of the Institute. 

“To buy a cross tie,” the report says, “a railroad has to 
haul a ton of freight 75 miles; to purchase a hand lantern, 105 
miles; to replace a freight car wheel, 1,287 miles; a monkey 
wrench, 115 miles. To pay for a day’s work of a freight train 
crew, a ton of freight must be hauled 3,350 miles. A day’s 
work of a machinist must be paid for by a haul of 534 miles. 

“Average compensation paid each railroad employee in 
1923 was $1,488, to pay which it was necessary to haul one ton 
of freight 133,441 miles, or more than five times the distance 
around the world. The railroads of the United States delivered 
last year approximately 7,365,000,000 ton miles per week. This 
is equal to hauling an average freight train of forty cars more 
than 441 times around the world every week. 

“The railways are the largest single industry in the United 
States, but they manfacture and sell only two articles—freight- 
ton-miles and passenger-miles. Cost of railroad supplies has 
gone up 100 per cent since 1913, but freight rates have only 
been increased 55.1 per cent and passenger rates 50.2 per zent.” 


FRIDAY ON FREIGHT RATES 


Freight rate readjustment will be a primary transportation 
problem in the next five to ten years whether we like it or not, 
declared Dr. David Friday, director of the research council of 
the National Transportation Institute, at the Illinois Manufac- 
tures Costs’ Association dinner in Chicago this week. 

“The freight rate structure must be a national structure 
formulated on a national economic policy,” said Dr. Friday. 
“The railroad structure was built up piecemeal and by various 
proprietors. It is now a national system of transportation. 
In order to undertake the readjustment of freight rates we must 
have a comprehensive picture of the movement of various 
kinds of traffic at the present time. »« 

“Such a picture is nowhere in existence and can only be 
arrived at by a long and careful process of research. The 
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problem of adjusting freight rates is a problem of determining 
the industrial geography of the country. We don’t know the 
facts we have got to know in order to create a just national 
system of freight rates. | 

“Freight rates have advanced far less rapidly than prices 
since the revival of business in 1898. The rate of return which 
owners of railroads have received since 1900 has been far less 
than the return which other lines of industrial enterprise have 
enjoyed. 

“Prices rose before freight rates. Prices rose from 1898 
to 1917 while freight rates were stationary or falling. Prices 
today are 50 per cent above pre-war prices. Freight rates have 
merely been adjusted to them. 

“Bad consequences have followed the delay in the adjust- 
ment of freight rates to prices. One of these was the necessity 
of collecting out of the public treasury the profits which should 
have been collected from the shippers of freight. Had freight 
rates kept on a parity with prices from 1915 to 1923 the public 
would have paid $10,000,000,000 more in freight charges during 
the last ten years, but it would not have been necessary to 
pay the railroads the $1,696,000,000 they received in the period 
of government control. The railroads would have paid addi- 
tional excess-profits and income taxes amounting to more than 
$1,500,000,000 and they would have been able to pay off some 
of their bonds, pay dividends and give their securities an in- 
vestment value which would secure an abundant suppiy of 
capital for years to come. 

“Instead of this, freight rates were kept at the depression 
level of 1897 until prices were 75 per cent above the level of 
1913. The net result of this policy was that profits of corpora- 
tions other than railroads doubled. In 1921 they fell to the 
pre-war level, but in 1923 they are again almost twice as high 
as in 1923. 

“Low freight rates have contributed to the forces which 
have brought about a rise in agricultural land values such as 
the world has never dreamed of. In 1900, the value of all farm 
lands exclusive of buildings in the United States was $13,000, 
000,000. By 1910 it was $26,000,000,000. It reached a peak 
of $54,000,000,000 in 1920 and now, allowing for a decline of 
25 per cent, it stands at $40,000,000,000. 

“The wild speculation which has accompanied this situa- 
tion has placed our agricultural community under a burden of 
debt which has produced the most virulent discontent and 
which will leave a mark upon our industrial and political life 
for a decade to come. 

“Higher freight rates would have had an effect in prevent- 
ing this. They would have reduced somewhat the profits of the 
land speculator. They would likewise have reduced the income 
and excess profits tax which these people have paid and which 
the government turned over to the railroads to the sum of 
$1,696,000,000, as compensation for the use of the property. 
The profits of the railroads would have been sufficient to com- 
pensate them without resort to the public treasury and they 
themselves would have contributed taxes to the federal treas- 
ury. Much of the misery and dissatisfaction now extant would 
have been avoided by the timely adjustment of freight rates 
prices. \ 

“What is the fair rate of return to the railroads? We have 
done lip service to the principle that all capital engaged in 
service to the public was entitled to a fair rate of return. If, 
by a fair rate of return, we mean the rate that industrial 
capital generally receives, then the railroads have not received 
a fair return. They lagged far behind other industries. 


“Railroad earnings have been a little more than half tose 
that manufacturers have enjoyed. Manufacturing corporations 
in the United States earned nine per cent in 1923 after paying 
all taxes. Railroads earned 4.7 per cent on their investment, 
or 5.10 per cent on their tentative valuation. As a result of 
their comparatively low earnings, railroads have been unable 
to attract capital in their endeavor to serve the public the rail- 
road managers have taken meager earnings of the stockholders 
and employed them to furnish facilities for the public, while 
the value of the stocks declined steadily. 


“The construction of an adequate rate system must be 
made in the full light of all the facts. When the prices which 
the railroads receive for their services move with other prices, 
and when the rate of returns which they enjoy is commensurate 
with that of other industries, then the railroad problem will 
be a long way toward solution.” 


WOULD INVESTIGATE TERMINAL PROJECT 


Representative Huddleston, of Alabama, has introduced 4 
resolution. (H. Res. 277) directing the committee on interstate 
and foreign commerce to investigate the entire transaction in- 
volved in Cleveland passenger ‘terminal case. The resolution 
charged that the Commission, in authorizing the project, ex 
ceeded its authority under the law and that the scheme would 
be detrimental to the stockholders of the New York Central 
and Nickel Plate, the lines that were authorized to construct 
the passenger station. 
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Current Topics 
in Washington 


Acting in Its Sovereign Capacity.—In the nearly four weeks 
that have elapsed since the Supreme Court of the United States, 
on April 7, decided the Du Pont case (Traffic World, April 12, 
p. 939), there has hardly been time to appraise all the language 
of the court in that case seemingly did to the theory of ship- 
pers on which they and the Commission have acted in dealing 
with questions arising under federal control. “In taking over 
and operating the railroad systems of the country, the United 
States did so in its sovereign capacity as a war measure,” 
said the court. Before saying that, the court said it was in- 
sisted that the United States, or the Director-General, represent- 
ing the United States, “was included in the provision (of para- 
graph 3 of section 16) as a carrier subject to the act” (to 
regulate commerce, now known as the interstate commerce 
act). “Our opinion is otherwise,’ said the court. “Accurately 
speaking, the Director-General was not a carrier, but an op- 
erator of carriers.” The language quoted has encouraged the 
men who held, in the spring of 1918, that the Commission had 
been thrown into the discard and that McAdoo, as the agent 
of the President, could do as he pleased, to ask, “Didn’t I 
tell you so?” Justice Sutherland, who wrote the opinion, did 
not place any limitations on his language. However, the case 
involved only one question—namely, did the three-year limita- 
tion that applied to the common carriers in actions to recover 
undercharges, also apply to the agent of the President. The 
court, without doubt, said that that particular limitation did 
not apply. But Justice Sutherland, to dispose of the case, went 
back to the taking over, long before the shipments involved 
in the Du Pont case were made, to say that, in taking over 
and operating the railroads, the United States acted in its 
sovereign capacity, and that limitations did not apply unless 
they were clearly so intended. Then, to make his point more 
damning to the theory held by shippers and the Commission, 
the court called attention to the fact that, at various places 
in the federal control act, the language made a distinction 
between the President and common carriers. It may be that 
the justice was not happy in choosing his example to illus- 
trate the point, but he called attention to the fact, that, in 
one place, the compensation part of the federal control law, 
the statute says: “The President may, nevertheless, pay to 
any carrier while under federal control an annual amount. 
It is a fact that, in several places, what Theodore Roosevelt 
called “weasel words,” were used. Speaking of weasel words, 
brings to mind the scene between John Barton Payne, one of 
the fabricators of the control law, and Bird M. Robinson, presi- 
dent of the American Short Line Railroad Association before 
the House Committee on interstate and foreign commerce. 
Robinson was arguing that something in the bill did not do 
justice to the short lines. Payne interrupted to suggest that 
Mr. Robinson had better find out whether the short lines were 
included, before proceeding along that line. Mr. Robinson 
met the challenge by saying that if they were not, then he 
would proceed with his argument on the assumption that they 
Should have been included. Chairman Sims told him <o pro- 
ceed on the assumption that they. were included. Later, when 
Payne was counsel for McAdoo, he had a hard time trying to 
find a way for saying the short lines were not taken over 
and yet that he was letting them go. Payne’s course, in re- 
spect of them, cost the little roads hundreds of thousands of 
dollars, if not millions. Now that the court has decided the 
du Pont and Wolf cases a natural inquiry is as the amount 
the government will take from shippers because the Supreme 
Court has picked up what seem to be weasel words and given 
them full effect. The decision affords material for the con- 
tention that, from May, 1918, when McAdoo dismissed the 
executive officers of the railroads companies and put in his 
Own agents, the shippers had no rights and that whatever 
they have received in the way of reparation from the Rail- 
road Administration was charity, or grace. The sovereign 
cannot be sued without his consent, but he may hand out 
money, even to subjects who have been his virile critics. But, 
perhaps, the language is dicta and not to be construed as 
overturning earlier cases. 





Borah Belittling Brookhart?—Birds are singing again in 
Washington, men smile, and flowers bloom; the winter is gone 
and the rhetorical voleanoes—mud-gunners, some call them— 
at the Capitol have not been erupting to any extent. One 
facetious commentator said the line of investigations at the 
Capitol had, April 29, reached a new low level. He did not 
mean a new low level of tone, but of volume. The days of 
legislative tyranny, of which bills of attainder were probably 
the most obvious manifestations, that seemed so near at hand 
again a few weeks ago, were afar off. Senators Borah and 
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Brookhart caused the light-heartedness, in part. Brookhart, 
should be remembered, is the chairman of the Daugherty 
investigating committee. Borah is the fore-sitter of the com- 
mittee that is investigating Senator Wheeler, in advance of 
his trial on the indictment accusing him of trying to use his 
official influence in getting oil land leases, through the Interior 
department. The minute a witness began telling a story about 
what was said about Wheeler, Borah stopped him to inquire 
whether Wheeler was present. If he was not, Borah ruled 
it out, firmly and finally. That is in accordance with the 
rules of evidence. But what about Brookhart? Did he ever 
ask that question of a witness who started to tell something 
about Daugherty? Did he stop Roxie Stinson and inquire if 
Daugherty was present at conversations she said she had had 
about him with her dead husband? He did not. To complete 
the chain of facts as to whether Borah is trying to belittle 
Brookhart, it should be set forth that Wheeler votes with 
Brookhart and Borah, while Daugherty would not, if he were 
a senator. Another fact to be remembered is that Brookhart, 
as well as Borah, is a lawyer, supposed to know the rules of 
evidence that obtain in self respecting countries. At least 
Brookhart, in his autobiographic sketch in the Congressional 
Directory, lists himself as having occupation as lawyer. The 
query is whether it is clubby for Borah to show up Brookhart 
as not knowing one of the fundamental rules governing the 
work of one’ who says his occupation is that of lawyer. 





Millions for Piddling Results—A. H. Rudd, chief signal 
engineer of the Pennsylvania, in a recent address to the New 
York Railroad Club, said it would cost that road $115,000,000 
to equip itself with automatic train control devices—the kind 
that would make it nearly, if not wholly, unnecessary, for 
engine drivers to quit “working steam” after they had passed 
signal blocks commanding them to stop, instantly, because 
the control devices would shut off steam and stop the en- 
gines. Without undertaking to minimize or excuse the deaths 
caused by train accidents, Mr. Rudd suggested that the ex- 
penditure would be much better if devoted to the protection 
at and elimination of grade crossings. He said the Pennsyl- 
vania could protect its 14,000 grade crossings with the money 
needed for automatic train control devices and still have $80,- 
000,000 left—that is, it could do that, if it had the money, by 
establishing flashing light*signals at the crossings. He called 
attention to the fact that in 1922 there were 11,000 deaths in 
automobile accidents at crossings, while in collisions, the rail- 
roads killed only 72 persons. In three years, ended with 
1923, he pointed out, eight passengers were killed in train 
accidents on the Pennsylvania while 71 persons were killed 
at Pennsylvania crossings. Six of the deaths took place in 
1922 when, in one accident, five passengers were killed. Sta- 
tistics all over the country, he said, were the same, fewer 
than 100 passengers killed in collisions—thousands of persons 
at crossings. In addition to grade crossing protection, Mr. 
Rudd suggested that, before men were permitted to drive 
automobiles, they should be subjected to tests as rigid, as to 


sight, hearing and soundness of heart, as railroads give their 
engine men. ; 





Shipstead Invites Shivers.—Publications who pin medals 
of progress on themselves are quoting Senator Shipstead, of 
Minnesota, as having made a compilation showing that 312,000 
square miles of the area of the United States, in early days, 
was granted in aid of railroad building. The grants amounted 
to one-fourth of Minnesota and Washington, one-fifth of Wis- 
consin, Iowa, North Dakota, Kansas and Montana, one-eighth 
of California, and one-ninth of Louisiana; that the area so 
granted was almost equal to that of Sweden and Norway com- 
bined, of France and Italy combined, and greater than the 
area of Germany or France before the world war. The impli- 
cation is that the people of the United States have been 
robbed, that the men who gave land so freely were num- 
skulls and vile in their disregard for the future. Just one 
little thing the senator, apparently, forgot. That was that 
the poor boobs who accepted the land and undertook to build 
the roads went broke, horribly broke, except, possibly, in one 
or two instances. There may have been no exceptions. The 
bargains were not good for them. Apparenily, they were 
for some of the folks in the states mentioned, as might be 
inferred from the fact that the lands made accessible to 
markets, in Minnesota in particular, within fifty years have 
sold as high as $200, $300, and $400 an acre. A natural query 
is as to how much would land, ten or fifteen miles from a 
river, in any one of those states, be worth, if there were no 
railroads. The late General Albert Estopinal, who died as a 
representative in Congress from Louisiana, was once a levee 
commissioner in that state. He used to tell about how guilty 
he felt in selling thousands of acres of cypress swamps for 
$1.25 an acre. He had not gotten over that in full when one 
of those magnificent cypress trees alone was worth, easily, the 
value of ten acres, when cut into lumber, as they were soon after 
railroads could be build into them. The railroad promoters 
went broke, but the country build up around the roads they 
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created and descendents of pioneers in each one of the states 
mentioned, especially in Minnesota, reaped the benefit. Eastern 
men whose fathers put money into Minnesota railroads did not 
cash in on the investments, but sons of Minnesota farmers did. 

Some of the eastern men would like to compare the re- 
sults of such investments with such Minnesota men as Charles 
E. Elmquist and C. J. Staples, the valuation man of the Com- 
mission, and Commissioner Esch, of Wisconsin, just to see 
how much of a balance there is in favor of the Wisconsin 
and Minnesota men as compared, for instance, with the sons 
of eastern buyers of stocks in Minnesota and Wisconsin rail- 
roads. The suggestion might be made that Shipstead’s con- 
stituents should shiver lest they be required to made a divi- 


sion of the profits, the unearned increment in the value of 
land, for instance. 





Politics a la Louisiana—The free and independent voters 
of East Baton Rouge parish, in which is situate the capital 
of the state, have elected a woman sheriff. A sheriff in Louisi- 
ana is a combination of county treasurer and sheriff, alto- 
gether the most powerful political factor in the county, more 
like a fuedal lord than anything else. The embattled sheriffs 
of the state can make or break any man. The victorious 
woman was chosen without having been nominated, in a con- 
test with a man nominated for the place by the parish com- 
mittee to fill the vacancy created by the death of the nominee, 
who was the lady’s husband. - Fhe man nominated was re- 
puted to have been a klansman, The religious convictions of 
the citizens of the parish are supposed to be about 70-30 
against the denominations supposed to be proscribed by the 
klan, so that, on an issue of that kind, the reputed klansman 
should have won. On account of the possibility of that issue 
having been a factor in the contest, that county election has 
attracted more attention that the election of Henry Fugua ito 
be governor. The lady was appointed to fill out the unexpired 
term of her sheriff husband who had been renominated. The 
big query, among the inquirers into the meaning of things 
politial, is as to whether here election is a slap at supposed 
bigotry, or merely an evidence of chivalry and tender-hearted- 
ness for a woman widowed under unusual conditions 


A. E. H. 


FAVORS PRIVATE OWNERSHIP 


The Trafic World Washington Bureau 


Secretary Weeks, of the War Department, under whose 
supervision the government operates a number of business en- 
terprises, said this week he would get the government out of 
business at the earliest possible moment if Congress would au- 
thorize him to do so. He referred to the government barge lines 
on the inland waterways, the Philippine and Panama railroads. 
and the Panama Steamship Company, and also the commissary 
and supply rights in the Panama Canal Zone. He said he be- 
lieved privately owned organizations were better equipped than 
the government to operate such enterprises. 





BARGE LINE OPERATIONS 


Colonel T. Q. Ashburn, chief of the inland and coastwise 
waterways service, of the War Department, this week issued 
the following statistical summary of the tonnage and income 


for the four months ended with April 30, of the Mississippi- 
Warrior barge line: 


Mississippi Warrior 
River River 
Section Section Total 
TCD ne UL yuu bch i0-o-¥.be-aterec 314,808 68,177 382,985 
Income Account— 
Operating Revenues ............. $1,022,541.90 $122,389.51 $1,144,931.41 
Operating expenses requiring funds 841,331.02 235,412.35 1,076,743.37 
oney-in-Pocket (Out-of-Pocket 
UO OER ans o'e'o.e or Scee cote 181,210.88 113,022.84 68,188.04 
Operating expenses not requiring 
funds: 
PUP OOIORIOMR. oo ccc ctcivccsccee 104,835.60 32,012.09 136,847.69 
Rental of Government owned 
NON TNO «sic @wiwewes sneeueee 33,621.27 2,280.00 35,901.27 
$ 138,456.87 $ 34,292.09 172,748.96 
Net income (Loss in heavy type) 42,754.01 147,314.93 . 104,560.92 
AVI OO HUES 00s ccdeweceweces 425,000.00 24,000.00 449,000.00 


RIVER AND HARBOR WORK 


The House committee on rivers and harbors has reported a 
bill (H. R. 8914) authorizing the construction, repair and pres- 
ervation of certain public works on rivers and harbors at a 
total estimated cost of $30,705,350. The committee said the bill 
adopted 29 new projects and that these projects, when com- 
pleted, would add largely to the facilities of the country for 
water transportation. 

“The estimated cost,” the committee said, “is very small 
compared to the benefits which will be derived, as will be made 
apparent by the following table showing the cost of the projects 
separately and in the aggregate: 
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Gimnaere Creek 0. Fin cn i resend canges<nkaceeapaciend 69 ued op $ 26,750 
Waterway connecting Gravesend Bay with Jamaica Bay, 

BEG, Wa tas ns wees ass ean bet Een kh see shh eye cusebaae 2,000,000 
Flushing Bay and Creek, N. Y........ccsseccccsccecsvvccves 253,000 
Delaware River, between Philadelphia, Pa., and Trenton, 

The. We: sodeaboosch pi Re strane Me Meh CU tne C5 0 ok 06 SUN RAKE Ve ries 1,326,000 
Wilmington Harbor, Del. (modification)...........++.-eeeeees 0 
Salem River, Se We Capes 646 8.008 ob cco 80 ene es eons OC tGasteee 65,000 
GRUNGE, Midi e ve vsvessvvsevewveveokestvictivicccwns 15,000 
ee ee errr rrr rere eee 87,100 
Wordle HArWGr, VAs. occ ccciccicne ccd cwsveweseees cesvceses 541,000 
Channel to Newport News, V&......cccccccccccccccceces ae eid 714,000 
Inland waterway from Norfolk, Va., to Beaufort Inlet, N. C. 375,000 
Alligator Creek and Four Mile Creek, S. C..........-+.04. 51,000 
Fernandina Harbor, Fia.......ccccccccccccccccceccesccescess 54,000 
NE. OIE UNG otk, 6 <9 '0\0, 0 .0:4)04.6 8.09: 0.9.0: 09 6 90 0014 wie 3.480 tiny 1,605,000 
Bayou Tae Batre, Ala. .......crcccccccccccccccccccccssecscace 10,000 
Waterway from the Mississippi River to Corpus Christi, Tex. 16,000,000 
po OS > Pere TeUTES OSI T TESTE i eee TL Co 88,000 
Miamiasinn§ River at Nauvod,. Ube oi0.c00.0<6c-ccccs scccedeccasie 19,500 
Mississippi River at Fort Madison, Iowa................-. 41,000 
Mississippi River, between the Ohio River and the northern 

boundary of the city of St. Louis.................. sseees 0 
Mississippi River, from the northern boundary of the city of 

St. Louis to Minneapolis, Minn.............cecsccceccece 0 
Missouri River, from Kansas City to the mouth............ 0 
Ohio River, construction of locks and dams................ 
Tennessee River, from Dam No. 2 to Florence............ 1,609,000 
Tennessee River and tributaries (Survey)..........sseeeeee 315,800 
Muskegon Harbor, Mich.........ccccccccccccccccccvcccecece 1,144,000 
WHAMETOTE “TIAPOOP..~ MIG 6 ook cick ccc ccs Wes scsweclcces seston 87,000 
Great Sodus Bay Harbor, N. Y......-cccccccccccccccvcvens 51,300 
San Diego Harbor, Calif... ..cccccccccccvcccccscccccevcccces 149,000 
PRM, CO, EEE 8. cv cicccncccccpevecosecccgeecesegeeses 
SUSUR TRIVOR, OlO soc ccccccine conc evoccceveccveccccccceceeces 74,000 
Columbia River, between the mouth of Willamette River and 

I I ineres'0 nddcce de c:vaiscctent pe me vaengwes ttnes 0 
Deep River, Minis GntGS set ncp we vnee Cots weedese Cts eeS eR ees 10,200 
CE WU OININ Sie oro e660 vies webs cowed sweews bees 50,000 
Duwamish Waterway, Seattle Harbor, Wash.............. 182,500 


Cowlitz River, Wash. (SUrvey)......cccccerccccvccccccccccces 7,200 


Hille Harbor, Hawalll.....cccccccccsccccccccccccvcccssccccces 2,100,000 
Ponce Harbor, Porto Rico.........cccccccccccccscccccscccces 254,000 
Investigation of certain waterways for plans combining 
navigation improvements with water power development 
CMITOND Wisse cr cecscpetecerceeVesessetgert.ces.ceesgeteren 500,000 
CEE Se. 2 did, tee vatisiebaedebeatedenbatoaberesglilds bes etene pare $30,705,350 


In its report the committee said: 


In determining upon these propjects for development and im- 
provement the committee has been guided by two prime considerations 
of well-grounded public policy: 

First. The necessity for the development of water transportation 
facilities to relieve the throttling railroad congestion of normal times, 
both at terminals and on track, and to afford the public as widely 
as practicable the benefit of the cheaper rates obtainable over water 
routes. 

Second. The obligation of selecting from many meritorious projects 
only those whose development is most necessary and beneficial, in 
keeping with a proper regard for economy in government expendi- 
tures. A 

A scrutiny of the proposed projects will, the committee is con- 
vinced, commend them to an impartial judgment as based on these 
sound principles. 


INLAND WATERWAY BILL 


Senator Ransdell, of Louisiana, has introduced a bill (S. 
3161) to create the Inland Waterways Corporation to operate 
the barge lines of the government. The bill is similar to the 
one recently reported by the House committee on interstate 
and foreign commerce. 


RAIL-AND-WATER COMMITTEE 


Secretary Hoover, chairman of the President’s special com- 
mittee on co-ordination of rail and water facilities, has an- 
nounced the appointment of Stuart Daggett, of the University 
of California, to work with the committee. The committee 
was to meet May 2. It was indicated that section 28 of the 
merchant marine act .probably would be discussed. 


EASTERN CLASS RATE REVISION 


The Trafic World Washington Bureau 


The Commission’s traffic bureau men have been informally 
advised that carriers’ and shippers’ representatives have agreed 
on the form of an application to the Commission for a general 
investigation of class rates in Trunk Line territory and the 
class rates to and from that territory, commonly called over- 
head rates. They understand it is being circulated for the 
necessary signatures and that it will reach the Commission 
in three or four days. They also understand that it will be 
merely the formal expression of the agreement tentatively 
reached when the Commission’s representatives told the car- 
riers that their fourth section applications, filed in 1910, would 
be denied and that they had better be prepared to suggest class 
rates that could be defended as reasonable and in compliance 
with the fourth section, in its general aspects. It was agreed 


on, they understand, at a conference in Mr. Collyer’s office 
in New York. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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May 3, 1924 


COAL AND ORE RELATIONSHIP 


In dismissing No. 13445, Lackawanna Steel Company et al. 
vs. Pennsylvania et al., mimeographed (see Traffic World, April 
26), the Commission refused to disturb a situation with which 
it had dealt in a number of prior cases, in all but one of which 
the contentions of the interior iron and steel industry units 
were not upheld. It dealt with the subject in Reduced Rates, 
1922, 68 I. C. C. 676, Lackawanna Steel Co. vs. Director-General, 
97 I. C. C. 383, Trunk Line and ex-Lake Iron Ore Rates, 69 
I Cc. C. 589, and Iron Ore Rates, 41 I. C. C. 181. In the ex- 
Lake Iron Ore Rates case it forbade reductions in the rates 
on ore. 

The basis for the complaint that has been dismissed, the 
Commission said, was to be found in the fact that prior to June 
25, 1918, the spread between the rate on ore from Buffalo to 
Pittsburgh, on the one hand, and on coal and coke from the 
Pittsburgh district to Buffalo, was 53.4 cents per long ton. At 
present the spread is $1.296, an increase of a little over 140 
per cent, due to the manner in which General Order No. 28 was 
applied, and to increases and decreases since that time. 

In their complaint the lake front iron and steel makers, the 
Commission said, suggested a 13-cent reduction in coal rates 
and an increase of 30.8 cents in the ore rate. At the argument 
they said the relationship could be brought to a satisfactory 
spread, according to the Commission’s report, by a reduction in 
the rates on fuel, without any change in the rates on ore. The 
Commission said it could find no warrant for requiring a reduc- 
tion in the coal rates. 

That conclusion, the report said, left for consideration the 
questions of whether the ore rates were so low as to require 
the Commission to prescribe minimum rates; and whether the 
present relationship between the coal and ore rates resulted in 
undue preference and prejudice. 


In cost studies made from the annual reports of the car- 
riers, the report said, the complainants took the Bessemer & 
Lake Erie as a typical fuel and ore carrying road for the pur- 
pose of ascertaining the cost of carrying ore. The result of 
the study, based on 1921 figures, was an operating cost figure 
for taking ore from Conneaut Harbor, to industries on the Union 
Railroad, in the Pittsburgh district, of $1.131. The rate, at the 
time that figure was made, was $1.14. The conclusion of the 
complainants, the report said, was that an undue proportion of 
the cost of operating that road was placed upon fuel, to the 
end that that carrier might earn a return upon its investment. 


Both defendants and interveners criticised that method, up- 
on the ground that the witness introducing the exhibits admitted 
he had no knowledge as to the nature and amount of transpor- 

- tation service performed in connection with the ore traffic, 
such as switching or train-loading, or how the services would 
compare with the services given other traffic and especially 
coal. Like criticism was made of the complainants’ conclusion 
that the cost of hauling ore on the Bessemer & Lake Erie was 
less than on other railroads and also because there was no 
evidence that the conditions under which iron ore was trans- 
ported on the Bessemer & Lake Erie resembled those on other 


lines. The Commission said those criticisms were justified. I[t 


said the figures of the complainants were open to the further 
criticism, in that 1921 was a year of depressed traffic, especially 
89 as to ore and that the average costs of traffic actually 
carried by ore roads in that year were abnormally high, as 
was indicated by the much more favorable showing of the 
figures for 1922 and 1923. It said the rates on ex-lake ore, 
from the ports, t@ Pittsburgh, yielded 7.9 mills per ton mile 
and 48 cents per car mile. It said the ore rates assailed had 
hot been shown to be unremunerative or so unreasonably low 
as to cast a burden on other traffic. 
On the question of the relationship, or spread, the Commis- 
sion said the railroads pointed out that there was no sort of 
relationship; that between 1890 and 1900 there were five dif- 
ferent spreads between the rates; between 1900 and 1910, three; 
and 1910 and the present time, eight. Notwithstanding that, 
the Commission said that, in other cases, it had recognized 
the Propriety of maintaining a proper relative alignment be- 
tween the rates on various materials used in making pig iron 
and steel, moving to competing furnaces. 
; An increase of more than 140 per cent in the spread between 
ine 25, 1918, and the present, the Commission said, called for 
a careful scrutiny. In making that scrutiny, the Commission 
pointed out that ex-lake ore rates applied on traffic which pre- 
Viously had undergone rail and water transportation. 

. The General Order No. 28 increase of 36.5 cents, it said, ap- 
a to ore used at Buffalo and Pittsburgh because it applied 
n the rail haul to the upper lake ports, but that the Ex Parte 
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74 increase of 36.5 cents applied only to ex-lake ore. Neither 
that increase of 36.5 cents, nor of 2.5 cents in the dock han- 
dling charge fell on the Buffalo furnaces, it said. It further 
pointed out that a large majority of interior furnaces, the same 
as the Buffalo furnaces, had to pay for rail transportation of 
coal. It said that while the rail costs on fuel to the interior 
furnaces were smaller in volume than the rail charges paid 
by the Buffalo furnaces, due to shorter hauls, the method of 
applying general increases, in flat amounts, to the coal rates, 
had resulted in those to interior furnaces being increased in 
greater proportion than to Buffalo. 

“The record contains no suggestion,” says the report, “that 
the Buffalo furnaces cannot produce iron and steel products as 
cheaply as the interior furnaces, or that they cannot success- 
fully compete with the interior furnaces. In fact, the contrary 
appears to be the case. It appears that many iron and 
steel products produced in large quantities by interior furnaces 
are not manufactured at Buffalo.” 

The Commission said that the Buffalo interests had made 
arguments in Reduced Rates, 1922, similar to those made in 
the instant case, for the purpose of obtaining a modification 
of the present difference in the rates on the two kinds of 
traffic, but that it had reached the conclusion that uniform 
reductions should be made upon all commodities. 


SOUTHERN BRICK SCALE 


A mileage scale to be used in making rates on brick and 
clay products in Southern territory, not later than July 28, has 
been prescribed in I. and S. 1885 and I. and S. 1938 and the 
related fourth section applications. The rates so made are 
to be established in place of those proposed by the carriers in 
their suspended schedules. The scale begins with four cents, 
single-line, for ten miles or less. At ninety miles the one cent 
over for multiple-line hauls disappears. The rate at one hun- 
dred miles is eight cents for both single and multiple line hauls. 
At two hundred it is 10.5 cents, at five hundred, 18 cents 
and one thousand, 26.5 cents. Relief on account of circuity 
is granted in order No. 8895 to lines having circuity of less 
than fifty per cent. 

The report on brick and clay products from, to and between 
points in Southern territory, opinion 9411, 88 I. C. C. 543-68, writ- 
ten by Commissioner McManamy, dealt with the situation created 
by schedules submitted by the carriers in purported compliance 
with the Commission’s report and order in National Paving 
Brick Manufacturing Association vs. Alabama & Vicksburg, 68 
I. C. C., 218, usually referred to as the general brick case. In 
that case the Commission prescribed a uniform list of brick and 
clay articles and required the establishment of equal rates on 
all commodities in the list. The Commission found in that case, 
however, that the record afforded no basis for making any 
changes in the existing rates in southern territory except such 
as might flow out of the establishment of the uniform brick list. 
It left the measure of the rate level to be adjusted between the 
shippers and carriers. : 

As summed up by Commissioner McManamy, the Commis- 
sion’s finding in the general brick case, in so far as its related 
to southern territory, was that the carriers should not attempt 
to meet the requirements, as to the establishment of the uniform 
list, by increasing the existing level of the rates. He said the 
Commission had laid down the rule that the preservation of the 
existing revenues should be observed in making the revision and 
that such increases as might be considered necessary in the 
measure of the rates, should be made in a subsequent revision. 

The carriers, the Commissioner said, submitted to the ship- 
pers proposed basic distance scales to be used in constructing 
commodity rates in southern territory. The principal objection 
made by the shippers, Mr. McNanamy said, was that the car- 
riers, in constructing the basic scales, did not heed the Com- 
mission’s admonition as to the existing revenues. The shippers, 
he said, contended that a re-rating of the tonnage from numer- 
ous plants, for a period of six months, showed that the proposed 
rates would increase the aggregate revenues from 25 to 30 per 
cent; and that therefore the adjustment violated the Commis- 
sion’s directions in the general brick case. 

At another point in the report on the case, Commissioner 
McNanamy said the protestants computed that the increase in 
revenue would aggregate approximately 20 per cent, but that 
their figures did not take into consideration reductions in certain 
localities, particularly those between other territories in’ the 


Pee and also on building tile. In conclusion, the Commission 
ound: 


Although the tariffs indicate that the proposed rates are in com- 
liance with our decision in the General Brick case, respondents have 
ot followed our directions with respect to the manner of making 
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the revision. We are of opinion that the carriers should have pro- 
posed an adjustment which would have conenet with our require- 
ments as to the establishment of a uniform brick list, removed dis- 
criminations, removed fourth-section violations, and established rates 
in accomplishing these purposes without either decreasing or in- 
creasing their aggregate revenues. Further, it is our view that, 
if the carriers believed that their general level of brick rates in the 
south was too low, an increase should have been accomplished by a 
subsequent revision giving all the parties adequate notice of the 
purpose of such revision, rather than by attempting to increase the 
general rate level under the guise of a compliance with our order, 
which specifically directed them to refrain from so doing. We have 
devised scales which, applied uniformly throughout the south, will 
result in a revenue return at least equal to that now being received. 

From a consideration of the record we are of opinion and find 
that the rates proposed in the suspended schedules have not been 
justified. An order will be entered requiring the cancellatoin of 
the suspended schedules. We further find that the carload rates on 
brick and other clay products included in the uniform brick list, and 
on common brick from, to, and between points on and south of the 
Ohio and Potomac Rivers, and on and east of the Mississippi River 
are, and for the future will be, unreasonable to the extent. that they 
exceed rates based on the distance scales shown in Appendix A; pro- 
vided, That for distances not exceeding 150 miles the carload rates 
on common brick, as defined in the General Brick case, when loaded 
to marked capacity of the car, shall not exceed 80 per cent of the con- 
temporaneous rates on articles included in the uniform brick list. 
Using the rates herein found reasonable as a basis, respondents will 
be expected to establish rates in accordance with the general plan 
pursued in publishing the suspended rates except to the extent here- 
inafter indicated. 

As stated, the Norfolk & Western and Chesapeake & Ohio refused 
to participate in rates from the Ashland-Ironton-Portsmouth groups 
to porate in Carolina territory constructed on basis of the proposed 
scale, but proposed to hold as a minimum over their lines to points in 
Carolina territory the present rates of 24 cents now applying to the 
Virginia cities. We are of opinion and find that these carriers are 
not justified in maintaining rates from the Ashland-Ironton-Ports- 
mouth groups to points in Carolina territory which exceed rates con- 
temporaneously maintained by the southern roads from Cincinnati, 
pate, to the same destinations based on the distance scale prescribed 

erein. 

The proposed scale rates are not applied from producing points 
to destinations on so-called independent short lines enumerated in 
Appendix B having a low density of traffic, This is acceptable to 
a, The present combination rates to points on these short 
ines are Nae ad to the so-called Kelly combination rule. It is 
proposed to eliminate the application of the combination rule and to 
apply the full combination of separately established locals to and 
from the junction. The minimum rate of the short lines is usually 
not less than 6 cents. While we do not regard the full combination 
basis as warranted on this low-grade commodity, we are of opinion 
that for an to points on these short lines a differential of 
3 cents might properly be added to the proposed scale rates to accrue 
— to the short lines, in addition to their divisions out of the joint 
rates. 


Relief was granted in fourth section order No. 8885 in ac- 
cordance with a statement by Commissioner McManamy that 
the carriers would be authorized to apply via all routes from any 
point of origin to any destination within the territory, the lowest 
rate available via any route under the distance scales and to 
maintain higher rates at intermediate points not in excess of 
the lowest combination and provided that the relief should not 
include routes more than 50 per cent longer than the direct 
line between the competitive points; that the relief shall also 
extend to intermediate points on independent short line rail- 
roads enumerated in appendix B to the decision, provided that 
the rates at the intermediate points in no case shall exceed 
rates under the distance scale plus a differential of three cents; 
and, that the Norfolk Southern should not have relief on 
account of its being a short line. In other words, the Norfolk 
Southern is to have only that relief accorded on account of 
circuity. The mileage scale to be observed in the making of 
rates is as follows: 


Distance *cents fcents 
10 miles and less...... 4 
20 miles and over 10.. 4.5 5.5 
80 miles and over 20.. 5 
40 miles and over 30.. 5.5 6.5 


Distance *cents tcents 
400 miles and over 380.. 15.5 15.5 
425 miles and over 400.. 16 16 
450 miles and over 425.. 16.5 16.5 
475 miles and over 450.. 17 17 


50 miles and over 40.. 6 7 500 miles and over 475.. 17.5 17.5 
60 miles and over 50.. 6.5 7.5 525 miles and over 500.. 18 18 
70 miles and over 60.. 7 8 550 miles and over 525.. 18.5 18.5 
80 miles and over 70.. 7.5 8 575 miles and over 550.. 19 19 
90 miles and over 80.. 8 8 600 miles-and over 575.. 19.5 19.5 
100 miles and over 90.. 8 8 625 miles and over 600.. 20 20 
120 miles and over 100.. 8.5 8.5 650 miles and over 625.. 20.5 20.5 
140 miles and over 120.. 9 9 675 miles and over 650.. 21 21 
160 miles and over 140.. 9.5 9.5 700 miles and over 675.. 21.5 21.5 
180 miles and over 160.. 10 10 730 miles and over 700.. 22 22 
200 miles and over 180.. 10.5 10.5 760 miles and over 730.. 22.5 22.5 
220 miles and over 200.. 11 11 790 miles and over 760.. 23 23 


240 miles and over 220.. 11.5 11.5 
260 miles and over 240.. 12 12 
280 miles and over 260.. 12.5 12.5 
300 miles and over 280.. 13 3 


820 miles and over 790.. 23. © 
850 miles and over 820.. 24 , ry ‘ 


1 910 miles and over 880.. 25 25 
320 miles and over 300.. 13.5 13.5 | 940 miles and over 910.. 25.5 25.5 
340 miles and over 320.. 14 14 970 miles and over 940.. 26 26 
360 miles and over 340.. 14.5 14.5 11,000 miles and over 970.. 26.5 26.5 
380 miles and over 360.. 15 15 


* Single line. tJoint line. 


Commissioners Eastman and Cox and Chairman Hall dis- 
sented. Mr. Eastman wrote the dissensting views in which 
Chairman Hall joined. Commissioner Cox noted his dissent but 
did not set forth his views on the subject. Commissioner 
Eastman said that the majority appeared to be of opinion the 
proposed rates in general were too high; in other words, that 
they were in excess of maximum reasonable rates. The evi- 
dence, to him, seemed not to support that conclusion. He said 
that the principal, if not the only evidence, that the proposed 
rates were too high, was that which indicated that there might 


880 miles and over 850.. 24.5 24.5 - 
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be an increase in the aggregate revenue. While that evidence 
had weight, he said, it seemed to him that the evidence on the 
other side counteracted its effect. He said that while carriers 
had a right to establish rates that were lewer than maximum 
reasonable rates for the purpose of developing the territory 
served by them, the Commission had no authority to compel 
them to do so. In stating that he did not believe the evidence 
showed the proposed rates were higher in general than reason- 
able maximum rates, he said he did not wish it understood 
that he approved them in all respects. On the contrary, he said, 
he believed the relationships between localities could be im. 
proved. For example, said he, not only should the rates from 
the Ashland-Ironton-Portsmouth district to Carolina territory 
be no higher than from Cincinnati but manifestly they should 
be lower. Commissioner Potter did not participate in the case. 


CANNED TOMATO RATES 


Although the canning factory at Livermore, Ky., has ceased 
operations and has been dismantled, in part at least, the Com. 
mission, in No. 13859, Isabelle C. Gilbert and Addison E. Cod- 
dington, doing business as Harry C. Gilbert Company, ys. 
Louisville & Nashville et al., opinion No. 9372, 88 I. C. C. 405-6, 
has found unreasonable class rates of 44 and 49 cents on 
canned tomatoes, carloads, from Livermore, to Evansville, Ind., 
awarded reparations and ordered the carriers to establish a rate 
of not more than 18 cents not later than June 21. The com. 
plainant alleged the rates were unreasonable, in comparison 
with commodity rates, to the extent they exceeded 20 cents. The 
shipments were made in October, 1920. The Commission said 
the four carloads involved in this complaint and two others 
were the only ones that ever moved from Livermore and that 
future movement was improbable. It said the carriers ad- 
mitted that, before the shipments were made, application was 
made for a rate lower than the class rate. It said that the 
carriers generally, in the south, had commodity rates on canned 
tomatoes, in some instances, of about half the class rate. [It 
said the earnings under the 49 cent rate were 15.8 cents per 
ton mile and $7 per mile and under the 44 cent rate 14.2 cents 
per ton-mile and $6.29 per car-mile, the haul being about 62 
miles. Under a 20 cent rate the earnings, the Commission 
aid, would have been 6.45 cents per ton-mile and $2.86 per car- 
mile. It found the rate unreasonable to the extent it ex- 
ceeded 20 cents and that a reasonable rate for the future would 
be 18 cents. 


AGENT’S MISTAKE NOT CONTROLLING 


Not only are shippers charged with knowledge as to what 
rates tariffs show but they are also charged with. knowledge 
as to the stations shown in the station lists, and the mistake of 
an agent in using the bill forms of one railroad in making up 
the expenses incurred up to a junction point, even if it mis- 
leads the shipper into selecting the wrong outbound carrier in 
forwarding freight from the junction point, does not relieve the 
shipper from liability to pay the rate shown in the tariff of the 
railroad to which he has given his freight. That is the sub- 
stance of the statement of the law made by the Commission 
in No. 13798, Japan Cotton Trading Company of Texas vs. Di- 
rector-General, opinion No. 9373, 88 I. C. C. 407-9. The Com- 
mission said the charges collected on cotton from Keota, Stigler, 
Porum, Leflore and Cameron, Okla. and Hackett, Ark., to Ta- 
coma for export, between September 18, 1918 and January 3, 
1919, were applicable, with specified exceptions, and not un- 
reasonable. 

The points of origin are within 75 miles of Fort Smith, 
Ark. The cotton moved into that point, was concentrated 
and then moved out to Tacoma. The cotton that caused the 
Commission to make the statement of the law on the subjected 
originated at Midland Valley stations. The terminals of the 
Midland Valley and the Frisco, at Fort Smith, were under con- 
trol and operated as a unit. The shipments from local Midland 
Valley stations were switched by the Frisco to a concentration 
warehouse then under lease to the Frisco. When the shipments 
arrived at Fort Smith, expense accounts for the inbound move- 
ment were submitted on Frisco billheads. When the cotton 
moved out it was hauled by the Frisco to Kansas City and 
the Milwaukee beyond. 

The joint rate from Midland Valley points to Tacoma, was 
restricted to movements beyond Fort Smith over either the 
Missouri Pacific or the Kansas City Southern. 

Complainant said the making of the expense bills on Frisco 
billheads for the inbound movement was error on the agent's 
part and caused it to tender the cotton to the Frisco for the 
movement beyond Fort Smith and the imposition of the com- 
bination on Fort Smith instead of the joint rate over the 
Kansas City Southern or Missouri Pacific on cotton originating 
on the Midland Valley, concentrated at Fort Smith and re 
shipped to Tacoma. It urged that if the inbound expense bills 
had been on Midland Valley billheads, the cotton would havé 
been routed over one of the roads over which the joint rate 
was applicable. Its contention was that it was damaged 





Gre 
Cot 
397 
Ca: 
anc 
abl 
pla 


Gel 
cee 
cor 
the 


Th 
the 


rat 
the 
alle 
tho 
tha 
an} 
was 
of 

fue 


VG 


what 
edge 
<e of 
g up 
mis- 
er in 
2 the 
f the 
sub- 
3sion 
3. Di- 
Com- 
igler, 
> Ta- 
ry 3, 
t un- 


mith, 
rated 
d the 
ected 
f the 


, Cor * 


dland 
ration 
ments 
move- 
sotton 
y and 


, was 
yr the 


Frisco 
gent’s 
or the 
. com- 
yr the 
nating 
nd re 
e bills 
| have 
t rate 
maged 


May 3, 1924 


in the amount of the difference between the joint export rate 
and the combination of locals based on-Fort Smith and based 
its claim on the alleged error of the defendant’s agent through 
which error, it said, it was misled into selecting the outbound 
carrier. In disposing of the case, the Commission said: 

This presents a question similar to that arising from misquota- 
tion of a rate or tariff provision by a carrier’s agent. When the 
shipments were forwarded from Fort Smith for export complainant 
knew or should have known that the poets of origin thereof were 
Midland Valley stations as they are all named in the tariffs of the 
originating line. Even though the alleged error of the agent misled 
complainant and caused it to forward the cotton over the Frisco, 
shippers are charged with knowledge of tariff provisions, including 
those of tariffs in which stations are listed. he alleged mistake 
does not afford sufficient basis for reparation. 

We find that the charge collected on these shipments, except to 
the extent indicated below, were applicable and not unreasonable. 
We further find that complainant made shipments from Stigler and 
Leflore as described and paid and bore the charges thereon at rates 
in excess of those applicable; that it has been damaged thereby in 
the amount of the difference between the charges paid and those 
‘which would have accrued at the applicable rates; and that it is 
entitled to reparation, with interest. Complainant should comply 
with Rule V of the Rules of Practice. If sufficient cotton to justify 
application of the joint export carload rate, minimum 30,000 pounds, 
moved over the Frisco from Hackett complainant will be given op- 
portunity to prove such fact on further hearing. 


UTAH COAL RATES 


The Commission has dismissed No. 12328, Jeremy Fuel & 
Grain Co. et al. vs. Director-General, and No. 12325, Wasatch 
Coal Co. vs. Director-General, opinion No. 9370, 88 I. C. C. 
397-402, on a finding that the rates charged on coal, from the 
Castle Gate district and Sunnyside, Utah, to Salt Lake City 
and Midvale, Utah, in the period of federal control, were applic- 
able and not unreasonable or otherwise unlawful. The com- 
plaint alleged violation of the first four sections of the inter- 
state commerce act. : 

Adhering to its finding, it Wasatch Coal Co. vs. Director- 
General, 68 I. C. C. 118, that the complaints filed in these pro- 
ceedings were sufficient in the matter of form, the Commission 
considered them on their merits. It said it had considered 
the rates in the terrtiory involved in a number of cases, and 
compared the rates under attack with its decisions in them. 
The complainants pointed to rates lower than theirs made by 
the Rio Grande, to destinations on the Saltair, Salt Lake & 
Alta and Western Pacific railroads, as indicating that their 
rates were out of line. The lower rates were made as part of 
the rate structure built up by the railroads with a view to 
allowing coal, for railroad fuel, to move at rates lower than 
those applied on cemmercial coal. The Commission stopped 
that practice but it said the complainants did not contend that 
any competitor obtained coal at the lower rates and that there 
was no proof of damage sustained by the complainants by reason 
of the lower rates to the points where the railroads had their 
fuel delivered. 


IRON AND STEEL ADJUSTMENT 


Adjustment of iron and steel articles rates, in Indiana and 
Illinois, in accordance with schedules suspended in I. and S. 
No. 1997, has been condemned, in a mimeographed report on 
that case, written by Chairman Hall. The condemnation, how- 
ever, is without prejudice to the filing of rates on the Chicago- 
Terre Haute instead of the higher Chicago-St. Louis basis. Mr. 
Hall said that if it was deemed desirable and proper, because 
of market or carrier competition, that rates from Chicago, St. 
Louis and Fort Wayne, to Paris, Ill., and Terre Haute, Ind., 
and from Chicago to Indianapolis, and from St. Louis to Dan- 
ville, Ill, should be on a parity, it would seem appropriate, 
geographically, and distance considered, to place all the rates 
involved on the basis now applied, from Chicago to Terre Haute, 
rather than on the higher Chicago-St. Louis basis. 

The proposal was to increase rates on manufactured iron 
and steel articles, including bands, bars, rods, boiler plates and 
other articles in the so-called merchant list, from Fort Wayne, 
to Paris, Ill.; from the St. Louis group to Terre Haute and St. 
Mary’s-of-the Woods, Ind., and Danville, Ill.; and from Chicago 
group to Paris, Terre Haute, St. Mary’s, Indianapolis and Brazil; 
also cast iron pipe and fittings, from the Chicago group, to 
Terre Haute, St. Mary’s and Brazil. Protests causing suspen- 
sion were filed by manufacturers and jobbers at Chicago, St. 
Louis, East St. Louis, Madison, and Granite City, Ill, Fort 
Wayne, Terre Haute and New Castle, Ind. 

The key to the proposed revision, Mr. Hall said, was the 
Tate from Chicago to Paris. More than ten years ago, he said, 
& commodity rate was established for movement from Chicago 
to Paris, followed by a reduction in the rate from Chicago to 
Terre Haute. - At various times, thereafter, the rates to Paris, 
from St. Louis and Fort Wayne were placed on a parity with 
the rate from Chicago, and rates from Chicago to Indianapolis 
and from St. Louis to Terre Haute were made the same as the 
Tate from Chicago to Terre Haute. . The present Chicago-Paris 
rate of 18 cents, the chairman said, was:the 10.5 cent rate estab- 
lished by the Director-General, effective February 17, 1920, fol- 
lowing the Commission’s recommendations in Illinois Classifi- 


THE TRAFFIC WORLD 1135 


cation, 55 I. C. C. 290, and 55 I. C. C. 202, as increased and 
reduced by the general rate changes since that time. 

In that case the Commission found shippers in Indiana were 
unduly prejudiced by. the then-existing rate structure. It recom- 
mended, among other things, the chairman said, that the com- 
modity rates on manufactured articles of iron and steel be re- 
vised by reverting to the bases in effect prior to October 26, 
1914, and increasing the rates so as to include the 5, 15, and 
25 per cent increases, with such modifications as might be re- 
quired. That suggestion was made so as to overcome the effect 
of the refusal of the Illinois commission to allow increases on 
rates in Illinois authorized in Central Freight Association 
territory. 

To the end that relationships might be continued, the car- 
riers said, it was necessary to revvise also the ratesfrom Fort 
Wayne and St. Louis to Paris and points grouped therewith or 
related thereto. They argued that that adjustment, made as 
they said without regard to any test of reasonableness, resulted 
in maladjustment, and that there was no good reason why the 
rates from Chicago to Paris and from Fort Wayne to Paris 
should be lower than the rate from Chicago to Terre Haute. 
They said the distances did not vary greatly. They proposed 
to correct the situation by raising the 13-cent rate from Chi- 
cago to Paris to 17.5 cents, thus making it the same as the Chi- 
cago-St. Louis rate, and by increasing, to a like amount, the 


, rates from and to other points, with certain exceptions. The 


proposed increases, he said, would vary from 2 to 4.5 cents. 

The railroads said the 13-cent rate from Chicago to Paris 
was being used as the basis for requests for reductions in ehe 
rates from Chicago to other points, among them Springfield 
and Decatur, Ill., and that the proposed rates would correct 
the existing maladjustment and remove fourth section depart- 
ures ovver rouees through Terre Haute and Decatur to Paris. 

The protestants said they regarded the proposed incredses 
as an attempt to depart from the Commission’s recommenda- 
tions in the Illinois Classification case and pointed out that the 
railfoads did not propose to readjust the rates to all the fifty 
or sixty points considered in that case but that they confined 
their proposals to a few destinations, They also objected, Mr. 
Hall said, to the proposed rates, because, between some of 
those points, iron and steel articles in the merchant list now 
moved on rates 2.5 cents lower than those applying on struc- 
tural iron, or on wire articles, such as screws, wire products 
and structural material, while the 17.5-cent rates would apply 
for the most part on unfinished products. 


GRATE BAR RATES 


In a mimeographed report on I. and S. No. 2014, grate bars, 
East Birmingham, Ala., to Memphis, Tenn., for beyond, the 
Commission said the carriers had not justified the proposed in- 
crease in the less-than-carload rates on grate bars, from East 
Birmingham to Memphis, when destined to points in Arkansas, 
ordered the suspended schedules canceled and discontinued the 
proceeding. The proposal was to increase the rate from 22.5 
cents to 64.5 cents. In certain instances the commodity rates 
to or from Memphis, on account of differences in classification east 
and west of the Mississippi River, will produce combination rates 
to points in Arkansas lower than the published specified rates 
in violation of the fourth section. In such cases the carriers 
have established the lower combinations by publishing propor- 
tionals to or beyond Memphis, as an alternative basis. Grate 
bars, in less than carloads, are rated fourth clss in both South- 
ern and Western. When, in 1921, the carriers were apprised 
of the fact that the combinations of the less-than-carload com- 
modity rate of 25 cents to Memphis and the fourth class rates 
beyond were lower than the joint fourth class rates to various 
points in Arkansas, they arranged for the publication of the 
alternative basis. Under the general reductions of July, 1922, 
the proportional rate became 22.5 cents. On July 1, 1923, the 
less-than-carload commodity rate of 22.5 cents to Memphis 
proper was canceled, leaving in effect the fourth class rate of 
64.5 cents. The Commission found the cancellation unjustified 
without prejudice in the filing of schedules which will carry 
into effect the proposed cancellation without contravening the 
provisions of the fourth section. 


SISAL AT INDIANAPOLIS 


In a mimeographed report on I. and S. No. 2016, Sisal from 
Gulf Ports, Stored at Indianapolis for Reshipment (2), the Com- 
mssion has condemned the proposed cancellation, by the Monon, 
of joint rates over its rails, on sisal, from gulf ports to Chicago, 
stored in transit at Indianapolis. The.Commission said the 
cancellation was proposed, as shown by the records in former 
cases, and was the result of dissatisfaction of the outbound car- 
rier, the Monon, with the sufficiency of its division of the joint 
through rate, in view of hte heavy terminal expenses in the 
Chicago district. $ 

The joint through rate is 32 cents and applies whether the 
movement is direct or is accorded transit, Under the proposed 
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schedules the rate on sisal, transited and reshipped over the 
Monon, would become 47 cents. The cancellation schedules 
were suspended on the protest of the Capital Warehouse Com- 
pany, which, the report said, had spent $330,000 on its ware- 
houses, designed and erected exclusively for the storage of 
sisal. It handles about 150,000 bales per annum, reshipping to 
Chicago, Michigan City, Jackson, Toledo and other points. About 
25 per cent of the outgoing business, the report said, went to 
Chicago over the Monon, the short, direct route. 

The Monon, the Commission said, did not attempt to justify 
the higher rate, It relied for justification of the proposed can- 
cellation on the fact that the water-and-rail rates, applicable via 
the barge line, were made a percentage of the all-rail rates and 
therefore should be subject to the rules and regulations govern- 
ing the all-rail rates. The Commission said the water-and-rail 
lines might adopt the rules and regulations of the all-rail lines, 
but it did not follow that they must do so. It said the water 
line was not averse to the maintenance of the present transit 
arrangements. The Commission reviewed two other attempts 
to cancel or limit transit on sisal at Indianapolis and came to 
the conclusion that the present attempt had not been justified. 


LEMON CASE DISMISSED 


The Commission, in a mimeographed report, has dismissed 
No. 14607, American Stores Company vs. Pennsylvania, on a 
finding that the rate on lemons from New York to Philadelphia, 
between May 4, 1920, and May 8, 1922, imposed on 225 carloads, 
third class, of 31.5 cents, was not unreasonable. The allegation 
was that,it was unreasonable and unduly prejudicial. The third- 
class rate and rating, as such, the Commission said, were not 
in issue. 

After the shipments had moved the Pennsylvania reduced 
the 31.5-cent rate to 21 cents, the rate in effect over the Central 
of New Jersey and the Lehigh Valley. At the hearing the Penn- 
sylvania said it had reduced the 31.5-cent rate May 15, 1922, not 
because it deemed the 31.5 rate unreasonable, but to meet 
competition, 

Notwithstanding the fact that its warehouse in Philadelphia 
was on the rails of the Reading, the Central of New Jersey’s 
preferred connection into Philadelphia, the Commission said the 
complainant continued to route its shipments over the Penn- 
sylvania. The complainant mentioned special facilities of the 
Pennsylvania for handling perishable freight at Philadelphia as 
one reason for using that route. 

The Commission said that it frequently found that the 
existence of lower rates over routes other than the particular 
route of movement, and the subsequent reduction of the rate over 
the particular route were not sufficient to establish that the 
previous rate was unreasonable. 


LITTLE ROCK COMPLAINANTS LOSE 


The Commission has dismissed No. 12635, Co-operative Oil 
& Paint Co. et al. vs. Director-General, Baltimore & Ohio et al., 
mimeographed, finding rates on roofing and paving material, 
from St. Louis and Kansas City, Mo., Cleveland and Lockland, 
O., and Chicago, Aurora, Madison, Marseilles and East St. Louis, 
Ill., to Little Rock, Texarkana and Hope, Ark., and Shreveport, 
La., not unreasonable. 

The attack, as limited at the hearing, was against the high 
rate, especially to Little Rock, the complainants being Little 
Rock dealers, that came into effect February 16, 1920, as a result 
of the Commission’s decision in Memphis-Southwestern, 55 I. C. 
C. 515, from St. Louis. As a result of that decision it went 


up from 34 to 46.5 cents, while the rates to the other points ~ 


mentioned in the complaint remained at 44 cents. July 25, 
1921, the 46.5-cent rate, which had become 63 cents under Ex 
Parte 74, was reduced to 59.5 cents, which was also the rate to 
Hope, Texarkana and Shreveport. November 27, 1923, pursuant 
to another decision in the Memphis-Southwestern case, 77 I. C. C. 
473, the rate to Little Rock was reduced to 35 cents; to Hope, 
40 cents; to Texarkana, 41 cents; and to Shreveport, 44 cents. 

The Commission said the rates that became effective No- 
vember 27, 1923, removed violations of the law about which 
complaint was made. It said that the Memphis-Southwestern 
dealt with general .rate adjustments, in which the rates here 
complained of were involved. It reiterated that it had fre- 
quently said that in such cases substantial justice would not be 
advanced by awarding reparation to those making such demands, 
and, therefore, it said, the rates here under consideration were 
not unreasonable or otherwise unlawful and denied reparation. 


MILK AND CREAM RATES 


The Commission, in a mimeographed report on I. and 8S. 
No. 1991, Express Rates on Milk and Cream via Chicago North 
Western, has found not justified, the schedules of the North 
Western restricting rates on milk and cream, in cans, from apply- 
ing on shipments moving in inter-line service over the Chicago & 
North Western. The schedules were suspended upon the pro- 
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test of the Omaha Chamber of Commerce and the American 
Association of Creamery Butter Manufacturers, } ; 

The purpose of the schedules, the Commission said, was io 
enable the North Western to handle the milk and cream busi- 
ness over its own rails and those of the Omaha road. The 
protestants said they would be seriously affected by the failure 
of the North Western to provide, even in connection with the 
higher combinations that would apply, for the transfer of cream, 
especially sour cream, not requiring refrigeration, from one 
line to another. 

In a general discussion of the situation that would be 
brought about by the cancellation, just preceding its finding that 
the cancellation had not been justified, the Commission said: 


The North Western has not provided any facilities at junction 
points to handle interline milk and cream shipped in baggage service, 
but it is stated that such facilities will be provided at reasonable 
costs in instances where a “real necessity’’ for such service is 
shown. This carrier does not offer to establish a transfer facility 
unless there is a sufficient movement, and protestants argue that 
unless the transfer service is first established they will be unable 
to induce producers of sour cream to ship to them where the 
movement entails transfer between lines. This is a matter of grave 
importance to protestants and the fact that the producers of such 
cream can ship at single-line rates to creameries located upon the 
same carrier is no answer. One of the apparent objects in establish- 
ing the full combination of locals is to force the cream to move to 
creameries located on the originating lines. This is a practice which 
has been uniformly condemned by us particularly where such prac- 
tice is to be effectuated by increasing rates. To permit the tariffs 
under suspension to become effective will unquestionably restrict 
the abilty of protestants to purchase cream where interline ser- 
vice with the North Western is required, except on basis of the 
second-class express rates. The evidence here presented does not 
establsh the reasonableness of the combination of local baggage and 
express rates, plus the charges for transfer service—if established— 
for joint railway service, and the record is insufficient upon which 
to suggest a reasonable basis. The reasonableness of the combina- 
tion baggage and express rates on milk and cream in this territory, 
including certain rates applying over the North Western, are under 
attack before us in dockets Nos, 14552, Kirschbraun & Sons, Ine. vy. 
Great Northern Railway Company, et al., and 14689, Harding Cream 
Company, et al. v. Chicago & North Western Railhway Company, et 
al, now pending. 


WINDING BOARD RATES 

The Commission has dismissed No. 15237, Gallaudet Aircraft 
Corporation vs. New York, New Haven & Hartford et al., on 
a finding that the complainant was not damaged by being re- 
quired to crate its patented winding boards, used in putting 
cloth into bolts, because other shippers of winding boards, like- 
wise, were required to crate their products. The complainant 
asked for an award of damages equal to the amount spent on 
crating its winding boards, which it thought should have been 
accepted, in package, without crating. The New Haven, the 
complainant said, through an agent, promised to accept the 
boards without crating. The Commission said that such a 
promise was not binding, if made, and that the initial carrier 
could not bind its connections without their consent, even if it 
accepted freight not packed in the way provided in the classi- 
fication or other tariff publication. The complainant, it said, 
appeared to be under the impression that a letter from its gen- 
eral counsel to the general agent of the New Haven, saying 
that an application would be filed with the classification com- 
mittee for a provision to cover the article in question “in 
packages,” imposed a duty on the initial carrier to publish an 
exception to the classification. 


BRASS CASE DISMISSED 


The Commission has dismissed No. 14366, Van Dyke Smelt- 
ing & Refining Works, Inc., vs. Pennsylvania, and a sub-number 
thereunder, Same vs. Same, on a finding that rates charged 
on brass articles, carloads, from South Amboy, N. J., to Brook- 
lyn, N. Y., and Waterbury, Conn., in 1920 and 1921, were ap- 
plicable and not unreasonable. The articles were brass disks, 
fuse parts, brass strips, rods, coils and metallic cartridge cases. 
The complainant contended the scrap brass rates should have 
been applied. The Commision said no evidence was offered to 
show that the articles shipped had a “value for re-melting 
purposes only.” It dismissed the complaints on the grounds 
set forth in Western Cartridge Co. vs. Director-General, 74 
I. C. G., and Chase Companies, Inc., vs. Director-General, 81 


I. C. C. 207. In-those cases, it pointed out, that while the arti- 


cles, to the complainants: were of value for re-melting purposes 
only, it was the character of the article and not the use to 
which the parties might contract to put it that determined the 
rate or, rating applicable. 


EQUALIZING RULE INAPPLICABLE 
An order of dismissal has been made, in a mimeographed 


‘ report, on’ No, 14928, Headington & Hedenbergh vs. Director: 


General, the Commission finding the commodity rate of 85 cents 
assessed on two carloads of strawberrfes, shipped in June, 1919, 
from Aroma, Mo., to Sioux City, Ia., was applicable and not un- 
reasonable. The complainant relied upon the equalizing rule 
carried in General Order No. 28 and claimed the benefit of a 
class rate of 72.5 cents, established February 28, 1919. The 
Commission said that that rate did not become applicable, either 
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as an independent rate or for the purpose of reducing the 
commodity rate which had been increased on June 25, 1918, in 
accordance with the tariffs then effective. 


CARE-TAKER REPARATION 


An award of reparation has been made in No. 13259, Miller 
& Lux, Inc., vs. Director-General, Southern Pacific, et al, opin- 
jon No. 9371, 88 I. C. C., 403-4, based upon a finding that it was 
wnreasonable for the carriers to fail, between January 1 and 
September 18, 1920, to maintain a rule providing for the refund 
of passenger fares of care-takers sent by complainants to accom- 
pany shipments of live stock from points of origin in California, 
Nevada and Utah to San Francisco. The Commission, in this 
case, followed the rule laid down by it in Western Meat Com- 
pany vs. Director-General 83 I. C. C., 218. 


MILK AND CREAM RATES 


A finding of non-justification and an order directing the can- 
cellation of suspended schedules have been made in a mimeo- 
graphed report on I. and S. No, 2003, Express Rates on Milk 
and Cream Between Stations in Virginia. The Commission said 
the American Railway Express Company had not justified in- 
creases proposed on milk and cream, carloads and less than 
carloads, from Harrisonburg to Norfolk,.Va., and from Wood- 
stock to Richmond. 


TRACKAGE CHARGES AT ST. LOUIS 


In a mimeographed report on I. and S. No. 2012, Trackage 
Charges at St. Louis, the Commission has condemned the pro- 
posed service, or switching charge, on shipments to and from 
Louisville & Nashville Railroad Track No, 4 at St. Louis, and 
ordered the schedules canceled and the proceedings discon- 
tinued. The schedules proposed to establish a charge of 1.5 
cents per 100 pounds for the use of the track in question by 
‘all carload traffic handled by the St. Louis Merchants Bridge 
Terminal Railway Company between connecting lines and the 
Fruit & Produce Building Track near Broadway Station, for 
loading and unloading, such charge to be in addition to the usual 
switching charge of the terminal railway. The only evidence 
in support of the reasonableness of the proposed charge, the 
Commission said, was reference to a like charge of 1.5 cents 
for a somewhat similar service between the connection of the 
Rock Island and the Frisco with the terminal and warehouse 
at Third and Biddle streets and that of the Universal Carloading 
and Trust Distributing Company, between which the number of 
car handled, the Commission said, was substantially greater 
than the number handled to and from No. 4 track. 


CHARGES INAPPLICABLE 


A finding of inapplicability and an award of reparation 
have been made in No. 14176, Flanley Grain Company vs. Direc- 
tor-General, No. 13263, Washburn-Crosby Company vs. Same, and 
No, 14175, Turner Grain Company vs. Same, mimeographed, as 
to reconsignment charges on grain, held in cars for official in- 
spection and disposition orders incident thereto, at billed des- 
tination. The complainants, dealing in grain at Minneapolis, 
Vibord, S. D., and Sioux City, Ia., alleged that the reconsign- 
ment charge of $5.00 collected by the Director-General on grain 
held on track for official inspection at the billed destination and 
thereafter forwarded to points beyond the billed destination was 
inapplicable and asked for reparation. The Commission agreed 
with them and awarded reparation. 


FULLER’S EARTH IN TANK CARS 


In a mimeographed report on No. 13587, Standard Oil Com- 
pany (California) vs. Atchison, Topeka & Santa Fe et al., the 
Commission found the charges collected on Fuller’s earth, car- 
loads, from points in Georgia and Florida, to Richmond, Calif., 
since March 1, 1920, not unreasonable or otherwise unlawful, on 
shipments in box cars, but unreasonable on shipments in tank 
‘cars. It awarded reparation on shipments in the tanks. The 
carriers applied class rates on the shipments made in tank cars 
for the hauls east of the Mississippi River. The Commission 
said no attempt was made by the defendants to justify the rea- 
Sonableness of the class rates east of Mississippi River upon 
the shipments which moved in tank cars. 


REPARATION ON GASOLINE 


In a mimeographed report on No. 13629, Standard Oil Com- 
bany (New Jersey) ys. Director-General, Baltimore & Ohio, et 
+ five sub-numbers thereunder, and No. 13711, Same vs. Same, 
the Commission awarded reparation on account of unreason- 
able rates on a large number of shipments of gasoline from 
Points in West Virginia to Bayonne, N. J. It found them un- 
Teasonable to the extent they exceeded the aggregate of in- 
termediates. It found’ the rates from Clarksburg, Central, 
ristol and Wilsonburg unreasonable to the extent they ex- 
Ceeded rates applicable from Elienboro; from Jacksonburg 
to the extent they exceeded those from Hastings and from 
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Jane Lew and Skinner’s Creek Siding to the extent they ex- 
ceeded. those from Gassaway. 


CHARGES ILLEGAL 


A finding of illegality and a direction requiring the return 
of freight charges have been made in No. 14210, Lindeteves- 
Stokvis vs. Director-General et al. The Commission said the 
domestic rates on 37 cars of steel bars, wrought iron pipe, road 
rollers, auto-truck chassis, galvanized iron sheets, railroad 
spikes and iron nails from points in Ohio, Pennsylvania and 
Wisconsin to San Francisco, Calif., in 1918, were illegally 
assessed on traffic intended for export, and actually exported. 
Ship space had been reserved for the traffic in question before 
it was forwarded. While it was in transit the government 
seized the ships. For their own convenience, the Commission 
said, the carriers unloaded the traffic and it was put into pri- 
vate storage. The carriers retained control of the traffic while 
it was in storage and the Commission said that at no time had 
the shipper had control of the freight. It said the Director- 
General should’ refund the overcharges. 


FAILURE TO FURNISH CARS 


Damages have been awarded by the Commission in No. 
14678, Peerless Lumber Company vs. Director-General, opinion 
No. 9390, 88 I. C. C. 457-8, on account of the failure of the 
Director-General to furnish three cars for loading cross ties 
at Crawford, O., in May, 1918, to be shipped to Toledo, 0. The 
cars were not furnished until after the General Order No. 28 
increase in the rate on ties, from 10.5 cents to 13 cents, had 
gone into effect. The Commission awarded reparation for the 
difference. 

The Commission said the Director-General offered no satis- 
factory evidence in justification of his failure to furnish, with 
reasonable promptness, the- three cars ordered. It said there 
was no car shortage. A few days after the cars were ordered 
the agent of the Detroit, Toledo & Ironton, the Director-Gen- 
eral’s agent, notified the complainant that the cars would not 
be furnished. The Commission said there was evidence that 
the failure of the defendant was due to unwillingness to trans- 
port railroad ties to off-line points. Cars were furnished after 
June 28, the day the increase in the rates took effect. 





HAY CASE DISMISSED 


The Commission has dismissed No. 15174, National Hay & 
Milling Co. vs. Chicago, Burlington & Quincy, mimeographed, 
on a finding that the rate on hay, from Keenesburg and Hud- 
son, Colo., to St. Louis, is not unreasonable. It said the com- 
plainant was not damaged by reason of any undue prejudice 
that might have existed. The case arose by reason of the 
publication of emergency rates, limited to expire April 30, 1922, 
and the failure to except the emergency rate when other changes 
were made in the rate structure. 


INCREASES FORBIDDEN 


In a mimeographed report on I. and S. No. 1948, limestone 
from Illinois points to St. Louis, the Commission found that 
the railroads had not justified the proposed increase in rates 
on limestone, from Krause and Columbia Quarry No. 2, IIl., 
via Vulcan and the Missouri Pacific, to St. Louis, ordered the 
suspended schedules canceled and discontinued the proceedings. 


NITROSTARCH REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14482, Trojan Powder Co. vs. Director- 
General and Southern Pacific, opinion’ No, 9386, 88 I. C. C. 
447-8, as to a double first class rate on wet nitrostarch, car- 
loads, from San Francisco to Robert, Calif., as part of a 
through rate from Baltimore, in February and March, 1920. 
The Commission said it was unreasonable to the extent it 
exceeded the first class rate of 25 cents and awarded the rep- 
aration to the California Trojan Powder- Company, the com- 
plainant’s predecessor. 


COAL TAR AND OIL TAR RATES 


In a report on No. 14216, Barrett Company vs. Director- 
General et al., No. 14294, and 14295, Same vs. Same, opinion 
No. 9391, 88 I. C. C. 459-62, the Commission has found unrea- 
sonable a rate of 22.5 cents on coal tar from Harriet and Sol- 
vay, N. Y., to Everett (East Boston), Mass., to the extent it 
exceeded 18 cents. A like finding was made as to a rate of 7 
cents from Solvay to Syracuse, to the extent it exceeded 4 
cents. It found a rate from State street (Rochester) to 
Brighton (Rochester), of 7 cents, not unreasonable. The rate 
were in effect in 1919. 


LINSEED OIL RATES ; 
The Commission has found rates on. linseed oil from Port 
Richmond, N. Y., and Edgewater, N. J., to points in Official 
Classification territory unreasonable to the extent they exceeded 
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the rates on cottonseed oil, the finding having been made in 
No, 13894, American Linseed Oil Co. vs. N. Y. C. et al., and No. 
14168, Midland Linseed Products Co., vs. C. R. R. of N. J., 
et al., opinion No. 9379, 88 I. C. C. 427-8. It awarded repara- 
tion to the basis of the cottonseed oil rate. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 15013, Consolidated Coal Company of St. 
Louis vs. Missouri Pacific, et al., opinion No. 9408, 88 I. C. C. 
523-4, as to rates of $9.18, $8.99 and $4.74 on soft coal from 
Murphysboro, Ill., to Mitchell, S. D. The allegation was the 
coal had been misrouted. The Commission found it was not mis- 
routed but that the applicable rates were unreasonable to the 
extent they exceedd $5.49. The shipment made on a rate of 
$4.74, the Commission said, was undercharged but that the car- 
riers should waive the undercharge to a basis of $5.49. 


AMORPHOUS PHOSPHORUS RATING 


The Commission has. dismissed No. 14194, Diamond Match 
Company vs. Director-General, Lehigh Valley, et al., opinion 
No. 9382, 88 I. C. C. 485-6, finding the rates on amorphous phos- 
phorus, in carloads, any quantity, from Echota, N. Y., and Perth 
Amboy, N. J., in 1917 and 1920, and the present ratings of 
third class in carloads and first in less than carloads, not un- 
reasonable. The complaint was against double first class, any 
quantity. The complainant asked for fourth class, carloads, and 
first class, less than carloads, of 70 cents and $1.19, respec- 
tively, in place of rates of $1.90 and $2.38 charged on shipments 
in 1917, on the lower rate, and in 1920, on the higher rate. The 
Commission said the rates were not unreasonable and there 
was no evidence of undue prejudice. 


PRINTING PAPER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made’in No. 13802, Texas Farm & Ranch Publishing 
Company vs. Ahnapee & Western et al., and parts of fourth 
section application No. 700, opinion No. 9376, 88 I. C. C. 417-20. 
The finding was based on rules and principles laid down in a 
number of paper cases, particularly Minnesota & Ontario Paper 
Company vs. Northern Pacific, 66 I. C. C. 571. The Commission 
found the rates were and are unreasonable to the extent they 
exceeded or exceed the following in cents per 100 pounds: 


To Dallas, from— 


——s. IES codit ss kc ose 0 eels codec. 30s. *67.5¢ +90 81.5c 


Ap 
Quinnesec, Sartells, Kalamazoo, Niles...... *68.5c 791.5¢ 182.5c 


* Prior to August 26, 1920. t August 26, 1920, to June 30, 1922. t Since 
June 30, 1922. 


The shipments were from Kalamazoo, Niles and Quinnesec, 
Mich., Sartells,, Minn., and Appleton and Kimberly, Wis., to 
Dallas, Tex. Fourth section relief was denied in fourth section 
order No. 8894, as of August 20. 


BALED STRAW RATES 


Reparation has been awarded in No. 14939, Indiana Board 
& Filler Company vs. Wabash et al., mimeographed, on account 
of an unreasonable rate between January 10 and March 7, 1922, 
on baled straw, from Ivesdale, Bement, Hammond and Cushman, 
Ill., to Marion, Ind. The Commission found them unreasonable 
to the extent they exceeded the aggregate of intermediates and 
awarded reparation on that basis. The applicable rate was 25 
cents. The Commission said that that rate was unreasonable 
to the extent it exceeded 19.5 cents from Ivesdale, Bement and 
Hammond, and 20 cents from Cushman to Marion. 


FORMAL CASE BARRED 


The Commission. has dismissed No. 14796, Santa Rosa Mer- 
cantile Company vs. Director-General, mimeographed, on the 
ground that the claim for reparation on account of an alleged 
unreasonable rate on a carload of hay from Peoria, Ariz., to 
Santa Rosa, N. M., in April, 1919, was barred because the 
formal complaint was not filed within six months from the 
date of the mailing of advice by the Commission to the com- 
plainant, of its failure to bring about a settlement on the 
informal docket, or within two years from the date of the ac- 
crual of the cause of action. 


REPARATION ON COAL 


A finding of unreasonableness of charges on coal and an 
award of reparation have been made in No. 14705, C. W. Hull 
Company vs. Director-General, mimeographed. The Commission 
said the rule of the reconsignment tariff of the Chicago & North 
Western, in connection with which the through rate plus a 
reasonable reconsignment charge was not applicable upon 
the complainant’s shipment of a carload of lump coal from 
Eldorado, Ill., to Bethany, Neb., in March, 1918, was unreason- 
able and resulted in damage to the complainant. "The Com- 
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mission said a reconsignment charge of $2 would have been 
reasonable for the extra service performed. 


TALLOW CASE DISMISSED 

The Commission has dismissed No. 15054, Palmolive Com. 
pany vs. Chicago, Milwaukee & St. Paul, on a finding that qa 
rate of 10 cents on tallow, in carloads, from Chicago to Mil- 
waukee, is not unreasonable. The rate was increased June 1, 
1923, from 8 cents. The complaint was also against the 50,000- 
pound minimum. The contention was that the rate was un- 
reasonable to the extent it exceeded 8 cents and the minimum 
likewise. to the extent it exceeded 36,000 pounds. The Commission 


said no evidence was submitted that 50,000 pounds could not. 


be loaded into standard box car equipment. The Commission 
said the movement from Chicago to the complainant’s plant 
at Milwaukee increased from 89 carloads in 1919 to 285 car- 
loads in 1922. Prior to June 25, 1918, the rate was 4 cents 
and under general increases of General Order 28 and Ex Parte 


74 it went up to 9 cents, with an additional increase of 1 cent 
on June 1, 1923. 


ELECTRIC LOCOMOTIVE RATES 


The Commission has dismissed No. 14643, Colorado Fuel 
& Iron Company vs. Director-General, and Colorado & Wyoming, 
opinion No 9388, 88 I. C. C. 453-4, holding the rate charged 
on a standard gauge electric locomotive and parts, from Erie, 
Pa., to Minnequa, Colo., in August, 1918, not unreasonable. The 
complaint attacked the factor of 92.5 cents from East Burlington, 
Ill. (Mississippi River), to Minnequa. 


ICE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No, 14388, Moline Ice Company vs. Director- 


General, Chicago, Milwaukee & St. Paul, et al., opinion No. 9385, . 


88 I. C. C. 444-6, as to rates on ice from Ashland, Wis., to East 
Moline, Ill., in 1919. The Commission found the rates unreason- 
able to the extent they exceeded 15.5-cents on a minimum of 
5,000 less than the marked capacity of the car, but not less 
than 50,000 pounds. The shipments were made between the 
end of May and September 1, 1919, after the expiration of the 
emergency ice scale and before its restoration on September 1. 
The shipper was advised that the scale would be extended and 
made the shipments on the assumption that the extension would 
be made from May 31 onward. ‘The extension, however, was 
not made until September 1. 


DEMURRAGE CHARGES ILLEGAL 


The Commission, in No. 14696, Empire Lumber Company vs. 
Director-General, Southern: Pacific, et al., opinion No. 9378, 88 
I. C. C. 424-6, found the demurrage charges of $100 on a carload 
of lumber held at Chicago on account of an embargo illegal 
and directed the return thereof. 

The lumber was shipped June 24, 1918, from Grant’s Pass, 
Ore., to Council Bluffs, reconsigned to Philadelphia and refused 
at Chicago, by the Baltimore & Ohio, because Philadelphia was 
embargoed as to shipments of lumber except stch as moved 
under permits issued by the Philadelphia domestic division of 
the freight traffic committee of the north Atlantic ports. The 
car arrived at Council Bluffs August 3, and at Chicago August 
15. On August 16 an agent of the Chicago Great Western wired 
the initial carrier to that effect and was advised by wire on 
August 22 that the shipper had been notified. The Commission 
said there was no evidence as to notification by the initial car- 
rier, but that on August 23 the agent of the Chicago Great West- 
ern notified the complainant, both by telegram and by letter, of 
the situation. That Chicago Great Western agent was advised, 
on August 27, that effort was being made to obtain the permit 
and that under no conditions was the lumber to be placed in 
storage. Permits could be obtained only by consignees at des- 
tination. On August 30, the necessary permit number was 


added to the billing and the car was forwarded over the Balti- ' 


more & Ohio. Demurrage was assessed for the period August 
15 to 30, inclusive. 

The Commission said the governing tariffs in effect on the 
date of the shipment said shipments could not be reconsigned 
to embargoed points except under authorized permit. Embar- 
goes, the Commission said, were not published in the same 
manner as tariffs, and shippers, therefore, were not chargeable 
with knowledge of their terms. It said that Conference Ruling 
474 (c) provided, in effect, that if a carrier accepted a bill of 
lading containing provisions which were conflicting or impos- 
sible of execution, it was liable for all damages directly flow: 
ing from that act. In Gibson Fruit Company vs. C. & N. W. 
21 I. C. C. 644, it found the provisions of that ruling applicable 
in connection with reconsigning orders. In Graham County 
Lumber Company vs. Southern Ry., 50 I. C. C. 231, it found the 
initial carrier liable for misrouting in accepting the shipment 
for movement over an embargoed route without first calling 
the shipper’s attention to the embargo. 

“In the case now before us the Director-General of Railroads 


May 


erred 
the « 
incu! 
said 

said, 
be d 
the ¢ 
othe! 
wher! 
discl 
peric 
mit 

had 


sion. 
resu 
the | 
done 
that 
optic 
ing 
said 
57 I 
rect 
tion 
retu 
of a 
was 
mis: 


carr 
refu 
defe 
circ 
acce 
to 1 
Rig 
asi 
was 
no 


cha 
Aus 


tha 
den 
rep 
sun 


18 


en 


il- 


’ 
00- 
In- 
im 
on 


10t - 


on 
int 
ar- 
ats 
rte 
ont 


uel 
ng, 
red 
‘he 
on, 


ion 
or- 


ast 


on- 

of 
ess 
the 
the 


ind 
uld 
vas 


88 
pad 
gal 


iss, 
sed 
vas 
ved 

of 
The 
‘ust 
red 


ion 
par- 
est- 
, of 
sed, 
mit 
| jn 
jes- 
was 


ilti- ° 


ust 


the 
ned 
par- 
ime 
ible 
ing 
| of 
08- 
ow: 
W., 
ible 
nty 
the 
ent 
ling 


ads 


May 3, 1924 


erred in accepting the complainant’s instructions to reconsign 
the car to an embargoed point and is liable for any damage 
incurred by complainant as a proximate result of that error,” 
said the Commission. The Director-General, the Commission 
said, urged that in considering his liability the detention should 
be divided into two periods, that is, one up to the time when 
the complainant was notified of the embargo situation, and the 
other from the date of that notification until August 30, 1918, 
when the car moved forward under the necessary permit. He 
disclaimed liability for the demurrage accruing in the first 
period on the theory that the delay necessary to procure a per- 
mit would have occurred at Council Bluffs if the complainant 
had been informed at that point that a permit was necessary. 

“This contention is purely speculative,” said the Commis- 
sion. “A carrier is not to be relieved of liability for damage 
resulting from misrouting by offsetting against it losses which 
the shipper might or might not have suffered if the carrier had 
done its duty. As to the second period, defendant contends 
that complainant, upon being advised of the embargo, had the 
option of ordering the car returned to Council Bluffs or of find- 
ing a new customer at an unembargoed point.”.The Commission 
said that Cleveland Cooperage Company vs. Director-General, 
57 I. C. C. 428, was not authority for the view taken by the Di- 
rector-General. It said it did not consider, as a practical solu- 
tion of the difficulty, for the complainant to have ordered the 
return of the car free-astray to Council Bluffs, entailing a waste 
of approximately 1,000 miles of transportation, when a permit 


was available’ within a seven-day period. Continuing, the Com- 
mission said: 


The carrier which accepted complainant’s reconsigning order, the 
carrier which hauled the car to Chicago, and the carrier which 
refused it at that point by reason of the embargo, were all acting for 
defendant and under his control. Their acts were his. Under such 
circumstances defendant is in the anomalous position of having 
accepted the shipment despite his own embargo and then refusing 
to transport it further on account of the embargo. In Parkersburg 
Rig & Reel Co. vs. Director General, 78 I. C. C., 299, we found that 
a shipment accepted by the Director-General under such conditions 
was entitled to the rate basis which would have been effective if 
no embargo had existed. 

We find that the shipment was misrouted; that the demurrage 
charges collected for the period of detention from August 15 to 
August 30, inclusive, were illegally assessed; that complainant made 
the shipment as described and paid and bore the charges thereon; 
that it has been damaged by the misrouting in the amount of the 
demurrage charges herein found illegal; and that it is entitled to 
reparation from the Director General of Railroads, as agent, in the 
sum of $100, with interest. 


REFRIGERATION CHARGES 


In I. and S. 842, mimeographed, the Commission said the 
carriers had not justified their proposal to impose stated re- 
frigeration charges on shipments of lettuce and other perish- 
ables when moving in refrigerator cars under top icing, with 
empty bunkers. It said they should amend their rules so as 
to permit top icing under charges the same as imposed on pre- 
cooled shipments, with a maximum of 5,000 pounds of ice. 


REPARATION ON COAL 

A finding of unreasonableness and an award of reparation 
have been made in No. 14180, Doniphan Brick Works, owned and 
operated by Klose Brick & Tile Company, Lincoln, Neb., vs. 
Director-General, Union Pacific, et al., opinion No. 9383, 88 
I. C. C. 438-40, as to a rate of $3.70 and charges accruing there- 
under on ten carloads of slack coal shipped from Rock Springs, 
Wyo., to Doniphan, Neb., between April 17 and September 18, 
1919. The Commission said the rate was unreasonable to the 
extent it exceeded $3.30 per ton. 


SUGAR BEET RATE 


The Commission has awarded reparation in No. 14362, Inter- 
state Sugar Company et al. vs. Denver & Rio Grande et al., 
opinion No. 9381, 88 I. C. C. 432-4, on account of an unreasonable 
rate on sugar beets from Whitney, Franklin and Bullen, Ida., 
to Hooper, Utah, between October 23, 1920, and January 12, 1921. 
The Commission found the rate of $2.25 per net ton was unrea- 
sonable to the extent it exceeded $1.75 per ton. 


DETROIT SWITCHING ABSORPTION 


In a report on No. 14674, Board of Trade of City of Detroit 
Vs. Wabash et al., opinion No. 9375, 88 L C. C. 413-16, the Com- 
Mission found the failure of the Wabash to absorb switching 
charges on grain and grain products from local stations on 
its line in Ohio, Indiana and Illinois, to elevators at Detroit, 
unjustly discriminatory and unduly prejudicial. It denied repa- 
ration owing to the absence of a showing, it said, that com- 
Plainant’s members were damaged by the unjust discrimina- 
tion, and undue prejudice found to exist. 

The case arose out of the fact that the Wabash absorbed 
Some of the switching to one of the elevators and refused to 
absorb it to others. The Commission said the carrier had a 
right to absorb switching charges on traffic from competitive 
Points and refuse to absorb similar charges on traffic from non- 
Competitive points. But, in this case it said, the Wabash 
elected to absorb the charge for switching to one elevator, on 
grain from non-competitive points, and refused to absorb it in 
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like amount to other similarly situated at Detroit. It said the 
failure to absorb the switching at Detroit on shipments origi- 
nating at local non-competitive stations in Michigan was also 
attacked in the complaint but because the movements were 
intrastate it made no finding in respect thereof. 


REPARATION DENIED 


The Commission in a report on No. 14251, Sales Depart- 
ment Gilligan-Chipley Company, Inc., vs. Director-General, opin- 
ion No. 9384, 88 L C. C. 441-8, found unreasonable, rates col- 
lected on eight carloads of rosin from Newton, Jasper, Wenasco 
and Browndell, Tex., to Port Arthur, Tex., for export. The 
Commission said the rates were unreasonable to the extent 
they exceeded the subsequently established rate of 14 cents from 
Jasper, Wenasco and Newton and 14.5 cents from Browndell. 
Reparation was denied because the complainant, the Commis- 
sion ‘said, was not a party to the transportation, paid no 
charges, was not injured and was not entitled to an award. 
The rosin was owned by the Western Naval Stores Company, 
for which Gilligan-Chipley Company, Inc., acted as selling 
agent. The two companies, the Commission said, were sepa- 
rate entities. 


MISSOURI RIVER COAL RATES 


A new scale of rates on soft coal from mines in Kansas, 
Missouri, Arkansas and Oklahoma to Missouri River cities such 
as Kansas City, St. Joseph, Atchison, Leavenworth, Omaha, 
Nebraska City, Council Bluffs and Sioux City, and the related 
territories, has been ordered not later than June 10. The order 
is based on a mimeographed report in No. 14661, Southwestern 
Interstate Coal Operators’ Association et al. vs..Arkansas West- 
ern et al., written by Commissioner Campbell. 

The Commission said the rates under assault are, and for 
the future would be, unreasonable to the extent they exceeded 
or might exceed the following in amounts per net ton: 


(1) (2) (3) (4) 
From Lump Slack Lump Slack Lump Slack Lump Slack 
Rich Hill group ...... $1.45 $1.05 $1. $1.35 $2.45 $2.05 $2.95 $2.55 
Pittsburgh group ... 1.65 1.25 1.95 1.55 2.65 2.25 3.15 2.75 
Arkansas-Oklahoma 
RS aa 2.65 2.25 2.95 2.55 3.65 3.25 4.15 3.75 
Spadra group ....... 2.90 2.25 3.20 2.55 3.90 3.25 4.40 3.75 


(1) Kansas City, Mo.-Kans. (2) St. Joseph, Mo. (3) Omaha, Neb. 
(4) Sioux City, Ia. 


A further finding was that the rates to Atchison and Leav- 
enworth are, and for the future would be, unreasonable to the 
extent that to Leavenworth they exceed the contemporaneous 
rates to Kansas City by more than 15 cents and to Atchison 
to the extent they exceed or might exceed the contemporaneous 
rates to St. Joseph. 

The Commission said that the assailed rates from the Ap- 
pleton group should be revised so that in no case would they 
exceed the rates herein found reasonable from the Pittsburgh 
group to the same points. It said the relationship at present 
existing between the assailed rates to Council Bluffs, South 
Omaha, Nebraska City and Lincoln, on the one hand, and to 
Omaha, on the other, should be continued without prejudice 
to any conclusion with respect to the rates to Lincoln which 
might be reached in No. 14289, Lincoln Chamber of Commerce 
vs. Arkansas Central et al., now pending. It said the carriers 
were expected to revise the rates to other destinations covered 
by the complaint and not specifically dealt with in the report 
in a manner consistent with the conclusions. 

The complaint was in behalf of individuals, firms and cor- 
porations engaged in the production’ of coal at mines in the 
states mentioned. They alleged the rates were unjust and 
unreasonable. In addition, it alleged the rates from Arkansas- 
Oklahoma group, particularly those to destinations in Nebraska 
and Iowa, were unduly prejudicial as compared with the rates 
from the same group to. destinations in other directions and 
that the rates from the Arkansas-Oklahoma and Spadra zgroups 
to destinations in Nebraska and Iowa, more especially Omaha, 
South Omaha, Lincoln and Council Bluffs were unduly preju- 
dicial in relation to and as compared with rates on like traffic 
from points in the southern Illinois group; and that the rates 
from these groups and the Pittsburgh group in Kansas to des- 
tinations in Nebraska and Iowa, particularly Omaha, South 
Omaha, Lincoln and Council Bluffs, were unduly discriminatory 
as compared with rates on like traffic from the southern Illinois 
group in violation of section 2. Mr. Campbell said no evidence 
was offered tending to show a violation of section 2. The 
prime issue, he said, was that of unreasonableness. 

The complaint attacked the situation at the Missouri River 
cities that had been inflamed more or less for three or four years, 
on account of carrier competition, particularly that arising 
between the Alton and other carriers serving Kansas City from 
Illinois, the complainant contending that they were not given 
peer opportunity to market their product at the Missouri 

ver. 

In disposing of the complaint, the Commission considered 
a large number of prior cases and particularly Reduced Rates 
on Coal to Kansas City, 66 I. C. C. 457. In considering the 
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volume of the rates to be applied, the Commission quoted from 
its report in Western Cement Rates, 48 I. C. C. 201; Holmes 
& Hallowell vs. Great Northerh, 69 I. C. C. 11; Western Coal 
Rates, 80 I. C. C. 383; and Lincoln Commercial Club vs. C. R. I. 
& P., 13-1. C. C. 319. 


SUSPENDED TARIFFS 


In I. and S. No. 2100 the Commission has suspended from 
May 1 and later dates until August 29, schedules contained in 
tariffs of various carriers operating in the Chicago district. 
The suspended schedules, which are applicable in the Chicago 
district, propose to reduce the free time from 48 to 24 hours 
on cars held on team tracks for reconsignment, diversion or 
reshipment and on cars placed to complete loading or to partly 
unload. 

In I, and 8S. No. 2101, the Commission has suspended from 
May 1 until August 29, schedules contained in supplements 
Nos, 7 and 8 to Emerson’s I. C. C. No. 81 and in supplements 
Nos. 7, 8 and 9 to Glenn’s I. C. C. No. A439. The suspended 
schedules propose to reduce, from 50 to 30 cents per net ton, 
the handling charges on cement, fertilizer, fertilizer material 
and salt applicable at Virginia, South Atlantic and Gulf ports. 

In I. & S. No. 2102, the Commission has suspended from 
May 2 until August 30, schedules in Missouri-Kansas-Texas 
Railroad Company of Texas I. C. C. No. C31. The suspended 
schedules propose to eliminate transit privileges on grain and 
grain products at points located on the Missouri-Kansas-Texas 
of Texas R. R. on traffic originating on the Chicago, Rock 
Island & Gulf and the Chicago, Rock Island & Pacific Ry. at the 
through rates resulting in application of combination rates on 
such traffic transited at Missouri-Kansas-Texas of Texas points. 

In I. and S. No. 2103, the Commission has suspended from 
May 1 and later dates until August 29, schedules in various 
tariffs published by the Illinois Central, the Louisiana Railway 
& Navigation Co., and the Missouri Pacific, the Texas & Pacific 
and the Vicksburg, Shreveport & Pacific. The suspended sched- 
ules propose to increase rates applicable on coastwise and im- 
port traffic on fertilizer material, carloads, from New Orleans, 
La., and sub-ports to various Louisiana Points. The following 
is illustrative of the changes proposed: 


FROM NEW ORLEANS, LA. 


Present Proposed 
To Import Coastwise Import C’stwise 
IS Ci avs ceo setes «ieviees *11% $11% $19 415% 
IE MMR uri saniaks due caubéie st #1514 #1514 19 #23 





* Rate does not include handling charges from Shipside to cars. ¢ Rate 
includes handling charges from shipside to cars. 


In I. and S. No. 2104, the Commission has suspended, from 
May 1 until August 29, schedules as published in supplements 
Nos. 8 and 11 to joint tariff, Jones’ I. C. C. No. 1461 and Le- 
land’s I. C. C. No. 1645. The suspended schedules propose to 
increase rates on sugar, carloads, from points in Macon, Ga., 
territory to points in Arkansas, Louisiana, Oklahoma and Texas. 
The following is illustrative: 


FROM SAVANNAH, GA. 


To Pres. Prop. 
NR TMI. oy 5 Ae 5s Binie Gea bats enc SWSgl 6 0,04 0 drcieuidis'einte 54 71% 
i550 cis Hila Gieielie vind & AUD e aid 0 Sandee ao oie * 58 73 
i ao cn clea ih bis pele een eue be.00 tendon e® 56 70% 
a Re ON eee Pee oe 57 70% 


In I. and S. No. 2099, the Commission has suspended, from 
May 1 until August 29, schedules as published in supplement 
No. 10 to joint tariff, Cottrell’s I. C. C. No. 426 and Jones’ 
I. C. C. No. 1874. The suspended schedules propose to estab- 
lish a scale of class rates applicable on iron and steel articles 
from Buffalo-Pittsburgh Group points to Carolina territory, 
higher than the present scale of class rates applicable on all 
commodities named in the Consolidated Classification, including 
iron and steel articles, to be applied alternately against exist- 
ing commodity rates on iron and steel articles. The following 
examples are illustrative: 


FROM YOUNGSTOWN, OHIO, TO DANVILLE, VA. 


(Rates in cents per 100 Ibs. Applicable only on iron and steel 
articles rated in Southern Classification, Classes 1 to 6 incl.) 


Classes 


1 2 3 4 5 6 
PrOBONt .ccccccscccccvecescers 126 104 86 63 54 41 
PrOpOSed .....ccccccvcececercs 159% 138% 106% 81 65 54 


In I. and §S. No. 2098 the Commission has suspended from 
April 25 and later dates until August 23 schedules as published 
in various tariffs issued by certain eastern carriers. The sus- 
pended schedules propose to revise the rates on lumber and 
other forest products, carloads, from Baltimore, Md., Jersey 
City, N. J., Philadelphia, Pa., New York, N. Y., and related points 
to interior destinations in Trunk Line territory, resulting in 
both increases and reductions. 

The following is illustrative: 
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To Scranton, Pa. 


From Present Proposed 
TED, Ss SDte Di Gika ss hele patbeegcibeibod 18% 21% 
pap TN RE. roe rye re er ee 16 19 


In I. and S. No. 2105, the Commission has suspended, from 
May 1 and later dates until August 29, schedules contained in 
various tariffs published by Boyd and Jones and the following 
carriers: Grand Trunk, the Michigan Central, the New York 
Central, the Pennsylvania Railroad (Lines West), Pere Mar- 
quette, Wabash Railway. The suspended schedules propose in- 
creases in the rates on stoves, ranges and furnaces, from De- 
troit and other points in Michigan, to Chicago, Ill., Mississippi 


River crossings and related points. The following examples 
are illustrative: 


FROM DETROIT, MICH. 


To Pres, *Prop. }Prop. 
ey ales AER iG ASE Sa gl SM ppl: 23% 3914 27% 
PRINS SINS Su fies ka), welds a ov bis.s-ccdo cows cs 311 50% 35 
EI WRG 6 aie: 6c bo hone Sree sieletre 646% 33if 39% 27% 
IE I lata 6 05, cin in.a )8ie euro oteeie preieeieons 31% 50% 35 





* Gas and oil stoves. {Coal and wood stoves and furnaces. 


In I. and S. No. 2106, the Commission has suspended, from 
May 1 until August 29, schedules published in supplement No. 4 
to New Orleans and Northeastern I. C. C. No. 3031. The sus- 
pended schedules propose to increase the rates on lumber and 
articles taking same rates from points on the Mississippi South- 
ern and Gulf & Ship Island stations to Slidell, La.- The follow- 
ing examples illustrate the proposed changes: 


TO SLIDELL, LA, 


From Present Proposed 
Ne akicck, estates a. cia k ha Vigtheeunsinate Hdd Oak Diss 9 “4 13 
NE IIIS BS oie ras onions cain TE tc aeWerre eh 00 bd cwade 9 13 


COMMISSION ORDERS 


The Phoenix Paper Company has been authorized to in- 
tervene in No. 15651, Blandy Paper Company et al. vs. Green- 
wich & Johnsonville Ry. et al. 

The General Motors Corporation, Buick division, has been 
authorized to intervene in No. 15595, Sub. No. 1, Chevrolet Mo- 
tor Company of St. Louis et al. vs. B. & O. R. R. et al. 

The proceedings in No. 13288 (and Sub No. 1), Mississippi 
Valley Iron Company vs. C. & N. W. Ry. et al., have been 
reopened for further hearing at a time and place to be desig- 
nated in the future. 

The Sioux City Live Stock Exchange has been authorized 
to intervene in No. 15686, American National Live Stock Asso- 
ciation et al. vs. Santa Fe et al. 


The Commission’s order of investigation entered in No. 
14916, Allowances or divisions received by the Texas Gulf Sul- 
phur Company and by the Houston & Brazos Valley Railway 
Company, has been vacated and set aside in so far as it relates 
to the allowances or divisions received by the Houston & 
Brazos Valley Railway Company. 


The William O. Goodrich Company has been permitted to 
intervene in No. 12663, Midland Linseed Products Company vs. 
Director-General, West Shore R. R., et al. 


The C. Reiss Coal Company and Milwaukee-Western Fuel 
Company have been authorized to intervene in No. 15225, Board 
of R. R. Commissioners of Iowa vs. C. R. R. of N. J. et al., and 
in No. 15228, Board of R. R. Commissioners of Iowa vs. Alton & 
Southern R. R. et al., and also in No. 15266, Lehigh Portland 
Cement Company et al. vs. Santa Fe et al. 


The Grasselli Chemical Company has been permitted to 
intervene in No, 15627, Southern Agricultural Chemical Cor- 
poration vs. C. C. C. & St. L. et al. 


William T. Kemper, receiver of the Kansas City, Mexico & 
Orient Railroad Company and the Kansas City, Mexico & Orient 
Railway Company of Texas have been authorized to intervene in 
No. 15683, Kansas, Oklahoma & Gulf Railway Co. et al. vs. 
Missouri Pacific R. R. et al. 

The West Coast Lumbermen’s Association has been author- 
ized to intervene in No. 15684, The Lumbermen’s Exchange VS. 
Southern Pacitic et al. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 14730, National Association of Ice 
Cream Manufacturers vs. American Railway Express Co. et al., 
has asked the Commission for further hearing. 

The respondent carriers in I. and S. No. 1900, Naval stores, 
from Southern producing points to various destinations, have 
asked the Commission for modification of its report and order 
therein, 

The defendants in No. 13703) L. M. Cohen et al. vs. Santa 
Fe et al., have asked the Commission to modify its report 
thereon, or, in the alternative, to reopen the complaint for fur 
ther hearing. 

The complainant in No. 13830, By-Products Coke Corpora 
tion vs. Director-General, has asked for a rehearing. 
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NON-OBSERVANCE NO BURDEN 


A’ finding of unreasonableness and an award of reparation 
have been proposed by Examiner John T. Money, in a report 
on No. 15201, Liggett & Meyers Tobacco Company vs. Direc- 
tor-General et al., as to the domestic rates on plug tobacco in 
carloads, and on notions, clock watches, cutlery not plated, 
cameras, silver-plated ware, clocks and paper advertising fans, 
the notions being in less than carload quantities, from St. 
Louis to San Francisco, for export to Manila. The shipments 
were made in May and June, 1918. The notions were premiums 
to be offered in connection with the sale of the tobacco. The 
articles were exported but the domestic rates were exacted 
for the movement to San Francisco because there was not 
strict compliance: with the tariff conditions, observance of 
which was required as precedent to the application of the ex- 
port rates. 

Among the conditions were that the shipments should be 
made on permits, issued upon certificates of the terminal lines 
showing that vessel space had been reserved; that the port 
and ocean charges were prepaid or guaranteed; and that 
through export bills be issued prior to the arrival of the freight 
at the port of exit. The examiner said the complainant was 
under bond guaranteeing the ocean charges. The through ex- 
port bills, he said, were not procured because the Director- 
General had closed the St. Louis offices of the Union and 
Southern Pacific roads, at which the complainant formerly had 
procured such bills and the St. Louis agents of the Director- 
General could not tell the complainant where to obtain such 
bills. After the movement in this case had taken place the 
requirement of through export bills was eliminated from the 
tariff. 

The Director-General contended, Money said, that the ex- 
port rates, to the basis of which the complainant prayed repa- 
ration, was depressed and should be applied only where there 
had been strict compliance with the tariff provisions published 
to relieve the congestion at the Pacific ports. He also argued 
that the complainant did not use due diligence in its efforts to 
obtain through export bills; that cuch bills could have been 
procured at Chicago, San Francisco, New York or Washing- 
ton. The complainant answered that it made every effort 
within its knowledge or the knowledge of the St. Louis agents 
of the Director-General, to procure such bills, but was unable, 
primarily, to do so because the closing of the offices in St. 
Louis, where it had formerly obtained such bills, was made 


without any notice to the shipping public where through bills 
could be obtained. 


Money, as foundation for his recommendation that the 
Commission find the application of the domestic rates to the 
export traffic unreasonable, said: 


That the Director General was warranted in publishing the tariff 
provision here in controversy is not questioned by complainant, but 
it clearly appears that the non-observance of that provision did not 
impose any additional burden upon defendant in the handling of the 
traffic in question. Nor did the traffic in question contribute te the 
congestion of the port at San Francisco, which it was the purpose 
of the tariff rule to relieve. The situation here presented is sub- 
stantially the same as that considered by the commission in Ander- 
son & Co. vs. Director General, 61 I. C. C. 64, wherein the domestic 
rates applied on shipments moving under substantially the same cir- 
cumstances as those here presented were found unreasonable to 


the exent that they exceeded the export rates contemporaneously 
in effect. 


SOUTH CAROLINA VEGETABLES 


In a report on No. 14092, South Carolina Produce Associa- 
tion vs. Aberdeen & Rockfish et al, and parts of fourth sec- 
tion application Nos. 703, 1573 and 1548, Examiner B. F. Gault 
said the Commission should find the rates on cabbage and 
asparagus not unreasonable; the rates on vegetables, not other- 
wise specified, in one bushel and one and one-half bushel con- 
tainers unreasonable; tHat the refrigeration charges were un- 
reasonable and that reparation should be awarded. 


In regard to fourth section relief, the examiner said no 
effort was made to justify the departures because the carriers 
had the rates under consideration for the purpose of generally 
eliminating such forth section departures but that they were 
not prepared at this hearing to say what fourth section re- 
lief should be granted. They asked that the question of fourth 
section relief be deferred for some future time. 

As to the rates on vegetables in one bushel and one and 
one-half bushel containers, the examiner said the Commission 
Should find they were, and are for the future would be un- 
Teasonable to the extent that, subject to reSpective minima 
of 600 and 400 packages, they exceeded or exceed one-third 
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and one-half, respectively, of rates on like traffic in three bushel 
containers. 

As to refrigeration charges, the examiner said the Com- 
mission should find the stated charges under assault were 
and are and for the future would be unreasonable, to the ex- 
tent they exceeded or exceed 80 per cent thereon. He said 
that reparation should be awarded for the differencs in the 
charges paid and those which would have accrued at the rates 
recommended by him. This report also covers No. 14092 (Sub. 
No. 1), Beaufort Truck Growers’ Associatioin vs. Same, and 


No. 14597, South Carolina Asparagus Growers’ Association vs. 
Southern et al. 


STROUDS CREEK STATUS 


A finding that the Strouds Creek & Muddlety Railroad is 
a common carrier; that the rates on coal from mines on that 


‘railroad are unjustly discriminatory, unduly prejudicial and 


unduly preferential; and that the Baltimore & Ohio should be 
required to establish through route and joint rate arrange- 
ments with it, have been recommended by Examiner T. John 
Butler, in a report on No. 14856, Tioga Coal Company vs. Balti- 
more & Ohio et al. The railroad is owned by the Tioga Lum- 
ber Company, but operated by the Birch Valley Lumber Co. 
Its officers and directors are officers and directors of one or 
the other of the lumber companies. 

The complaint alleged the rates to destinations on the 
Baltimore & Ohio and its connections were unreasonable, un- 
duly preferential and prejudicial to the extent they exceeded 
or might exceed the Outer Crescent basis of rates to western 
destinations and not more than fifteen cents per ton in excess 
of the contemporaneous rates maintained from the Fairmont 
district on the Baltimore & Ohio, to eastern destinations. The 
complainant asked for rates on the bases indicated and the 
establishment of just and reasonable ratings for its mines. 

The short line is ten miles long. It has no equipment. 
It connects with the West Virginia & Pittsburgh at Alling- 
dale, W. Va., and extends to and across the complainant’s coal 
lands. The West Virginia & Pittsburgh is called the Rinch- 
wood branch of the Baltimore & Ohio, by the examiner. The 
Dundonald Coal Company also has mines on that branch and 
it intervened in behalf of the complainant and for similar re- 
lief for itself. The short line makes reports and files tariffs 
with the West Virginia commission. The Baltimore & Ohio 
contended it was not a common carrier because it was owned 
and originally operated as a lumber road, that it owned no 
equipment, operated its trains at the convenience of the opera- 
tor, issued no bills of lading and that shipping instructions 
were given on a form card furnished by it. None of those 
contentions, the examiner said, was sound. Applying the tests 
laid down in the courts, the examiner said there was no doubt 
about its being a common carrier. He advised the Commis- 
sion to make such a finding. Continuing, he said: 


The commission should further find that for the future the re- 
fusal of defendants to establish and maintain through routes and joint 
through rates applicable on shipments from the mines of complainant 
and of intervener to destinations outside of West Virginia, will be un- 
reasonable, unduly prejudicial to complainant and intervener and 
unduly preferential of their competitors having mines on the Rich- 
wood branch of defendant Baltimore & Ohio. 

The commission should further find that for the future it will be 
unreasonable, unduly prejudicial to complainant and intervener and 
unduly preferential of the mines of their competitors on the Rich- 
wood branch of the Baltimore & Ohio and other mines in the Gauley 
region for defendant Baltimore & Ohio to not establish a daily car 
rating to each of the mines of complainant and of intervener and to 
make just and reasonable distribution of cars to each of said mines. 

The commission should further find that the rates assailed are 
unreasonable and unduly prpeticis! to complainant and intervener 
and unduly preferential of their competitors in the Inner Crescent 
or Outer Crescent to the extent that the rates charged shall exceed 
the contemporaneous rates on bituminous coal from points in the 
Outer Crescent to points in central territory and to the extent that 
the rates charged shall exceed by more than 15 cents per ton the 
contemporaneous rates maintained by the Baltimore & Ohio on bi- 


tuminous coal from Fairmont district, West Virginia, to points east 
of Cumberland, Md. 


DISTRICT RATES PROPOSED 


Attorney-Examiner William B. Hunter, in a report on No. 
14454, Wyoming Coal Company et al. vs. Virginian et ai., and 
No. 13832, Gulf Coal Company vs. the Virginian et al., said 
the Commission should find unreasonable the rates on coal, from 
mines on the Virginian at Hot Coal, Wyco, Jonben, Devils Fork, 
Corine and Fireco, W. Va., to all westbound destinations to the 
extent they exceeded the corresponding rates from the Chesa- 
peake & Ohio’s New River district group mines, to the same 
destinations. 


The complainants alleged the Virginian, which alone served 
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them, in conjunction with the Chesapeake & Ohio, Sewell Val- 
ley and Greenbrier & Eastern, maintained joint rates the same 
from all main and branch line points, and that they had refused 
to establish the New River district rates from their mines. 
They asked for the district rates from their mines and a specific 
order requiring the Virginian and Chesapeake & Ohio to estab- 
lish a switch connection at Hot Coal and maintain service to 
and from the Virginian’s sidetrack to the Hot Coal mine, to the 
end that it might become a joint mine. 

The examiner said the issuance of an order requiring the 
carriers to give the complainants the district rates would mak= 
it unnecessary to consider the prayer for an order requiring 
a switch connection, because, apparently, establishment of the 
district rates would give the complainants what they desired. 
He said the failure of the defendants to enter into joint track- 
age arrangements to the mines of the complainants, as they 
had done, for instance, on the Stone Coal branch, did not con- 
stitute undue prejudice. 


CABBAGE CASE DISMISSED 
Examiner Burton Fuller has recommended the dismissal of 
No. 15331, W. O. Anderson Commission Company vs..Chicago, 
Rock Island & Pacific et al., on a finding that rates on cabbage, 
in bulk, carloads, from East Grand Forks, Minn., to Topeka, 
Kan., are not unreasonable or unduly prejudicial. He said the 
complainant was not damaged by reason of any undue prejudice 
that might have existed. The complaint alleged the rate unduly 
preferred competitors receiving mixed carloads of potatoes and 
other vegetables, including cabbage. A single shipment was in- 
volved. Charges were collected at a rate of 78.5 cents. The 
examiner said the applicable rate was 78 cents. A contempo- 

raneous rate on mixed carloads was 54.5 cents. 


EXPORT GRAIN REPARATION 

In a report on No. 14920, Julius W. Jockusch et al. vs. Gulf, 
Colorado & Santa Fe et al., Examiner Harris Fleming said the 
Commission should follow Clay Grain Co. vs. Atchison, Topeka 
& Santa Fe, 79 I. C. C. 539, respecting the aggregate of line-haul 
rates and port switching charges at Galveston, on export grain 
from central and western states, and find those involved in this 
complaint unreasonable. He said it should award reparation to 
the Southwestern Wheat Growers’ Association and other com- 
plainants who had made the shipments ascribed to them. 


RATE ON RIG IRONS 

In a proposed report on No. 15142, Parkersburg Rig & Reel 
Co. vs. Midland Valley et al., Examiner R. L, Shanafelt said 
the Commission should find the applicable rate on a carload of 
rigs irons, shipped from Pawhuska, Okla., to Haynesville, La., 
in September, 1921, was $1.26, 36,000 pounds minimum. The 
carriers collected $1.29, but refunded down to $1.26. The com- 
plainant contended the rate was $1.10. Shanafelt said the Com- 
mission should hold that rate unreasonable and in violation of 
the fourth section, to the extent it exceeded 90 cents, on a min- 
imum of 36,000 pounds, and award reparation. 


PACKERS GET REPARATION 


Examiner Myron Witters, in a report on No. 15094, John 
Morrell & Co. vs. Chicago, Burlington & Quincy et al., said the 
Commission should find unreasonable and unduly prejudicial, 
rates on fresh meats and packing house products, from Sioux 
Falls, S. D., to Lincoln, Neb., between July 26, 1921, and July 
15, 1923, both inclusive. He said it should find the present 
rates not unreasonable or unduly prejudicial. He said-the finding 
as to the prior rates should be they were unreasonable to the 
extent they exceeded 34.5 cents on fresh meats and 33 cents 
on packing house products, and award reparation to that basis. 


SOAPSTONE DISK RATES 


In a report on No. 14876, Toledo Cooker Company vs. Nel- 
son & Albemarle et al., and a sub-number thereunder, Durham 
Manufacturing Company vs. same, Examiner Burton Fuller 
said the Commission should find the applicable rates on soap- 
stone disks, the kind used in fireless cookers, loose, in car- 
loads, from Schuyler, Va., to Toledo, O., and Muncie, Ind., un- 
reasonable to the extent that the components thereof beyond 
Esmont, Va., exceeded and exceed 42 and 45 cents, respectively, 
prior to July 1, 1922,-and 38 and 40.5 cents thereafter, and that 
the rates from Tye River, Va., to Toledo, were unreasonable 
to the extent they exceeded 43 cents, prior to July 1, 1922, and 
40.5 cents thereafter. He said the Commission should award 
reparation to the Toledo Cooker Company. He said no evi- 
dence as to damage was offered on behalf of the Durham Man- 
ufacturing Company. 


FUEL OIL RATES PROPOSED 
A finding of unreasonableness, an award of reparation and 
an order establishing rates on fuel oil for the future have 
been recommended by Examiner Charles R. Seal in a report 
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on No. 14750, North Platte Light & Power Company vs. Atchi- 
son, Topeka & Santa Fe et al., from points in Oklahoma and 
from Casper, Wyo., to North Platte, Neb. He said the Com. 
mission should find the assailed rates are, and for the future 
will be, unreasonable to the extent they exceeded 47.5 cents 
prior to August 10, 1922, and 44 cents on and after that date 
and for the future. He said the Commission should further 
find that the rates from Casper to North Platte were, are, and for 
the future will be, unreasonable to the extent they exceeded 
46 cents prior to May 15, 1922, 40 cents from May 15, 1922, to 
July 31, 1922, 36 cents from August 1, 1922, to January 9, 


1923, and 30 cents from and after January 10, 1923, and for the 


future. 


STRAW RATES RECOMMENDED 


A finding of unreasonableness for the future has been 
recommended by Examiner Burton Fuller, in a report on No. 
14896, American Strawboard Company vs.‘ Illinois Central et al., 
as to rates on straw from various points in Illinois to Nobles- 
ville, Ind. He said the Commission should find the rates as. 
sailed were not unreasonable in the past, but would be unrea- 
sonable in the future to the extent they might exceed 14.5 
cents per 100 pounds. The points of origin are on the Illinois 
Central in Illinois. 


REPARATION CLAIM BARRED 


Examiner John P. Money has recommended the dismissal of 
No. 15386, Moore-Lawless Grain Company et al. vs. Missouri 
Pacific, on a finding that the claim for reparation, on account of 
alleged illegal demurrage, collected on shipments of grain at 
Leavenworth, were barred by the statute of limitations.. Demur- 
rage was paid June 9, 1920. The shipments were delivered in 
April. The claim for reparation was presented May 18, 1922, 
more than two years after the delivery of the shipment. The 
complainant contended that the cause of action did not accrue 
until the demurrage charges had been paid. Money said that 
that was contrary to the statute and without merit. 


AUTOMOBILE BOW REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Assistant Chief Examiner Charles 
F. Gerry, in No. 15509, Durant Motor Company of Michigan vs. 
American Railway Express Company, as to the express rates 
and charges on wooden automobile bows, in bundles, less than 
carloads, from Lancaster, Pa., Metropolis, Ill., and Ladeer, 
Mich., to Lansing, Mich., between May 2 and September 1, 1923. 
Gerry said the Commission should find the rates unreasonable 
to the extent they exceeded first class. 


DUMP CAR CASE DISMISSED 
Examiner Robert G. Armstrong has recommended the dis- 
missal of No. 15549, Johnson-Porter Clay Company vs. Chicago, 
Burlington & Quincy et al., on a finding that the rates charged 
on two carloads of dump cars from Clyde, Ill., to McKenzie, 
Tenn., in March, 1923, were applicable and not unreasonable. 


MELON RATES 


In a report on No. 14958, Buxton-Smith Company vs. El] Paso 
& Southwestern et al., Examiner Harris Fleming said the Com- 
mission should find refrigeration charges on melons and cante- 
loupes in straight or mixed carloads and on melons, cantaloupes 
and vegetables in mixed carloads, from Interior Valley points 
unreasonable to the extent they exceeded and exceed $85.00 per 
car. He said reparation should be awarded to that basis. AS 
to the transportation rates, he said the Commission should find 
them not unreasonable. 


STEEL PLATE REPARATION 


In a report on No. 14570, Humble Oil & Refining Com- 
pany vs. New York Central et al., Examiner Fred M. Oliver 
said the Commission should find that overcharges were made 
on two carloads of steel plates from Alliance, O., to Baytown, 
Tex., to the extent that the charges exceeded those which 
would have accrued on a basis of a rate of $1.245 plus a rate 
of 13 cents for a back-haul and a reconsignment charge of 
$2.50 per car, that the Missouri Pacific was negligent in fail- 
ing to transmit, promptly, in accordance with its tariff pro- 
vision, to its connection, the Texas and Pacific, complainants 
request for diversion; that the back haul from Ranger [0 
Fort Worth became necessary as a result of that failure; and 
that the reconsignment rule of the Texas & Pacific was not 
and is not unreasonable or unjust. He said the Commission 
should award reparation. The shipments in question were 
made in January, 1921. They .were> originally consigned to 
Ranger, Tex., and reconsigned to Baytown while in transit. 


IMITATION LEATHER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. L. Gaddess in No. 
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14889, Chevrolet Motor Company of California vs. Director- 
General, Atchison, Topeka & Santa Fe, et al., as to rates and 
charges on a large number of carloads of imitation leather 
moving between November 24, 1917, and February 7, 1920, from 
Fairfield, Conn., and Nedburgh, N. Y., to Oakland (Melrose), 
Cal. He said the Commission should find the rates unreason- 
able to the extent they exceeded those contemporaneously ap- 
plicable to real leather. The real leather rates were subse- 
quently applied on the imitation. 


FAILED TO FURNISH CARS 


Examiner Burton Fuller, in a report on No. 14709, Ayrshire 
Coal Company vs. Southern Railway and No. 14857, Woolley 
Coal Company et al. vs. Same, said the Commission should find 
that the defendant had failed to furnish a reasonable and non- 
prejudicial supply of coal cars to the.complainant’s mines. He 
said reparation should be awarded in No. 14709 and that the 
other should be held open for further hearing on the question 
of damage. The complainant sought damages alleged to have 
been suffered by reason of the defendant’s failure to fur- 
nish a reasonable and non-prejudicial supply of coal cars to 
Ayrshire mines between September 1 and November 30, 
1922, and to the Woolley and Warrick mines between Sep- 
tember 1, 1922, and March 31, 1923. ‘The mines alleged to 
have been favored were those on the St. Louis-Louisville 
division to which the examiner referred as the Illinois-Indiana 
mines, and those on other parts of the Southern generally. 
He said the Commission should find that the complainant in 
No. 14709 was damaged in the sum of $12,853.78 with interest. 
That sum was arrived at by consideration of costs incurred 
by reason of the short supply of cars and what would have 
been incurred for the production of coal had the Southern fur- 
nished cars in accordance with the rating rules. 


ELECTRICAL APPLIANCE RATES 


Attorney-Examiner William A. Disque has recommended 
the dismissal of No. 15334, Rutenber Electric Company vs. 
Cleveland, Cincinnati, Chicago & St. Louis et al., on a finding 
that the class rates applied on two carloads of electrical heating 
and cooking appliances, in September and October, 1921, from 
Marion, Ind., to San Francisco, were not unreasonable, unjustly 
discriminatory or unduly prejudicial. Third class was imposed 
on everything except 864 pounds of electric toasters, upon 
which the first class rate was imposed. About a year after 
the shipments were made the carriers established a commodity 
rate of $2.75. The carriers objected to giving that rate retro- 
active application. They said it was established to enable the 
complainant to compete with Pacific coast manufacturers. The 
complainant contended that that rate was too high. Disque 
said the class rates were not unreasonable for application to 
the appliances. 


LUBRICATING OIL CHARGES 


Examiner Frank M. Weaver, in a report on No. 15402, Em- 
pire Refineries, Inc., vs. Director-General et al., said the Com- 
mission should find inapplicable, a rate of 62 cents on a car- 
load of lubricating oil shipped from Okmulgee, Okla., to Cleve- 
land, O., via Pittsburgh, Pa. The railroad agent, in error, sent 
the car to Pittsburgh where it was reconsigned to Cleveland. 
Charges were collected on the basis of the rate to Pittsburgh, 
plus the -rate to Cleveland. The examiner said the routing, 
on a combination of 45 cents via the route of movement, 
through East Dubuque, was without restriction and the car 
could have been sent via Pittsburgh on that combination. He 
said the shipment was subject to a reconsignment charge of 
$2. He said the claim, as a straight overcharge, was filed 
within the period of limitation but that if reparation were 
demanded on account of an unreasonable rate, it was barred 
because the formal complaint was not filed in time, as con- 
tended by the Director-General. 








UNCONTESTED FINANCE CASES 


By a supplemental order the Commission has authorized 
the Cleveland, Cincinnati, Chicago & St. Louis to reduce the 
interest rate on $20,000,000 of refunding and improvement 
mortgage bonds from 5% to 5 per cent, the redemption price 
from 107144 to 105 and to extend the date of maturity to July 
1, 1963, The company said that, owing to changed market 
Conditions, bonds bearing a lower rate of interest and having 
4 longer maturity could be sold at a better advantage. As 
originally authorized, the bonds would have matured July 1, 
1948. The company has had negotiations with J. P. Morgan 
& Company relative to the sale of the bonds and expects to 
_ them at not less than 90 per cent of par and accrued 
nterest. On that basis the annual cost to the company will 
© approximately 5.635 per cent, the Commission said. 

The Pennsylvania has been authorized to issue $20,100,000 
of equipment trust certificates and to sell them at not less 
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than 97.56 per cent of par and accrued dividends in connection 
with the procurement of equipment. 

The Long Island has been authorized to issue $1,875,000 of 
equipment trust certificates and to sell them at not less than 
97.56 per cent of par and accrued dividends in connetcion with 
the procurement of equipment. 

The Tennessee, Alabama & Georgia has been authorized 
to issue $21,000 of promissory notes in connection with the 
procurement of a locomotive. ’ 

The Commission has authorized the Western Pacific to issue 
$3,105,000 of equipment trust certificates to be sold at par and 
a dividends in connection with the acquisition of equip- 
ment. 

The St. Louis-San Francisco has been authorized to issue 
$2,984,600 of prior-lien mortgage bonds, series B, and $5,904,200 
of prior-lien mortgage bonds, series D, the series B bonds and 
$500,000 of series D bonds to be pledged for short-term notes. 
The carrier is authorized to sell $8,500 of prior-lien mortgage 
bonds, series D, at not less than 88144 per cent of par and ac- 
crued interest. Subsidiaries of the St. Louis-San Francisco 
are authorized to issue their promissory notes as follows: St. 
Louis, San Francisco & Texas, $114,202.16; Fort Worth & Rio 
Grande, $125,549.89; Birmingham Belt, $482,967.23; Kansas City, 
Fort Scott & Memphis, $1,710,225.26; and Kansas City, Memphis 
& Birmingham, $290,620.19. These notes are to be delivered 
to the St. Louis-San Francisco in respect of expenditures for 
additions and betterments made by it to the properties of the 
subsidiaries. The Commission deferred action on the request 
of the St. Louis-San Francisco for authority to sell $2,984,600 
of prior-lien mortgage bonds, series B, the issuance of which 
was authorized by the order, and to issue $2,952,100 of adjust- 
ment mortgage bonds. ' 

The Aberdeen & Rockfish was authorized to issue not ex- 
ceeding $50,000 of 6 per cent coupon re to be sold at not 
less than 92 per cent of the face amount. 

The Central of New Jersey has been authorized by the Com- 
mission to issue $1,370,000 of equipment bonds, to be sold at not 
less than 98% per cent of par and accrued interest, in connection 
with the procurement of equipment. 


—— 


FLORIDA EAST COAST VALUE 


The Commission has announced the final value of the 
Florida East Coast Railway Company, owned and used, to be 
$46,200,000, as of June 30, 1916, and that of the property owned, 
but not used, $764,196. It has placed the value of the property 
of the Atlantic & East Coast Terminal Company, a terminal 
property jointly owned with the Atlantic Coast Line at Jack- 
sonville, owned but not used, at $1,300,000. A tentative valua- 
tion of the two properties was promulgated August 11, 1921. 
Protests were filed by the two companies whose properties 
were covered in the final valuation, and also by the Atlantic 
Coast Line. ; Se ied | 

In its protest the carrier claimed the value of the property 
was not less than $55,545,524 at the valuation date. At the 
hearing, the Commission said, it amended its protest by rais- 
ing the claim of value to $60,000,000. In the tentative value the 
Commission set the figure at $47,646,143. 

The Commission said the claim of the carrier to a greater 
valuation rested on the addition together of the cost of repro- 
duction new, without reduction for depreciation, the excess cost 
of acquisition of carrier lands, materials and supplies, cash on 
hand, and an amount approximating $7,000,000 for cost of devel- 
opment, or, as it was also termed by the carrier, going con- 
cern value, 

A discussion of each of the items in the protest was in- 
corporated in the report, together with a citation from the 
cases disposed of in the courts, as authority for the Commis- 
sion’s refusal to inflate its amounts. The longest discussion 
was devoted to the item “cost of development.” The Commis- 
sion disposed of that by saying it had already had occasion to 
pass upon claims similar in principle to that one, citing the 
Texas Midland, Atlanta, Birmingham & Atlantic and San Pedro, 
Los Angeles & Salt Lake Cases as authority for holding against 
it. It said that not only was it unable to include development 
cost in the valuation, but that it was unable to ascertain a 
separate amount to be allowed for going value. 

As to the Key West extension value, the Commission said 
that the carrier had earned 5.75 as net railway operating in- 
come upon the value allowed by it. It said the wisdom of 
the extension, at a cost of $212,000 per mile, stood unchallenged 
on the record. The influence of the operation of the extension, 
the report said, did not clearly appear, but that at least it did 
not result in any shrinkage in the net revenues. 

Commissioner Potter, in a dissent, said the report was ir- 
regular to the point of illegality, in that it did not contain a 
proper statement of principles, analysis and method, and did 
not explain how and why the conclusions of the majority were 
reached. It encouraged some inferences, he said, but expressly 
disclaimed the process indicated. It disclaimed resort to 
formula, he said, stating that “the determination is reached by 





/ 
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the exercise of a reasonable judgment having its basis in a 
consideration of the relevant facts.” Except for that dis- 
claimer, he said, it would be natural to conclude that the final 
value was arrived at by allowing $700,000 for working capital. 
He said it further appeared that in practically all the tentative 
valuations a figure averaging about 5 per cent had been arbi- 
trarily added to the figure representing the cost of: reproduc- 
tion, less depreciation. A list of 330 carriers as to which the 
Commission had found tentative final values showed, Mr. Potter 
said, that the figures given as cost of reproduction, less depre- 
ciation, plus value of lands, plus 5 per cent, corresponded so 
closely with the final tentative values found, less cash and ma- 
terials and supplies, as to lead to the conclusion that the former 
figures were taken as the basis for arriving at the latter. He 
said the figure was only one-thirteenth of 1 per cent in excess 
of the 5 per cent arbitrary. Another observation made by him 
to show the use of a formula, disclaimed and therefore not 
available to the carriers, was the fact that 5 per cent, in many 
cases, coincided very closely with 50 per cent of the deprecia- 
tion found. Why the arbitrary, averaging approximately 5 per 
cent, was adopted, he said, had never been explained. On 
review, he said, it would make more difficult the solution of the 
puzzle of “what we do and why we do it.” Continuing, he said: 
“The report in this case disclaims resort to this formula, so 
that explanation of how the final value is arrived at is not 
available. 

“We should take a position squarely upon the question as to 
when and under what circumstances carriers are to be valued 
at original cost or less, or at reproduction cost, or more,” said 
Mr. Potter. “In particular we should clear up the uncertainty 
as to the influence accorded to reprodution cost. We think that 
predominating influence is not accorded to reproduction cost. 
We may be mistaken. A careful study of all our reports to 
date may be regarded as indicating otherwise.” 

Commissioner Cox concurred in Mr. Potter’s dissent. 

Commissioner Campbell dissented because the Commission 
did not obey the specific provision of the law to find the orig- 
inal cost to date of each piece of property. He said he did 
not believe the original cost of the Key West extension, which, 
he said, was $218,000 per mile, could have been or could be 
in the public interest. He said that while that might have been 
the original cost, he doubted if it should be used as the value 
for rate-making purposes for which the public would be ex- 
pected to pay the owners the fair rate of return designated 
by the Commission. 

Chairman Hall concurred, but pointed out what he deemed 
erroneous and inadequate treatment of working capital, ma- 
terials and supplies. 

Commissioner Aitchison also concurred, with a dissent 
from the designation as non-carrier property, of the greater 
portion of the cash and materials and supplies on hand as not 
warranted by the record. 

In a dissent Commissioner Eastman restated views ex- 
pressed in the San Pedro case about honestly and providently 
invested capital, as a basis for rate-making purposes. 





FINANCE APPLICATIONS 


The Maine Central has applied to the Commission for 
authority to issue $1,300,000 of 5% per cent equipment trust 
certificates in connection with the purchase of new equipment 
to cost not less than $1,712,450. The certificates have been 
sold, subject to the approval of the Commission, to Kidder, 
Peabody & Co., of Boston, at 96.86 per cent of par. 


The New York, New Haven & Hartford has applied for 
authority to issue $1,043,000 of equipment trust notes in lieu 
of seven promissory notes already issued. ; 


The Southern Pacific Company has applied for authority to 
issue $17,640,000 of equipment trust certificates, in connection 
with the purchase of railroad equipment at a cost of approx- 
imately $22,050,000. It is proposed to sell the certificates 
to Kuhn, Loeb & Co., for 97.56 per cent of their principal 
amount and accrued dividends. 

The Chesapeake & Ohio has applied for authority to pledge 
$487,000 of general mortgage 4% per cent gold bonds and 
$12,896,000 first lien and improvement 20-year 5 per cent mort- 
gage bonds, heretofore nominally issued or outstanding, to se- 
cure obligations to the Director-General of Railroads, who holds 
a note for $9,200,000 of the applicant. 

The Georgia, Florida & Alabama Railway Company has 
applied for permission to issue $131,099 of equipment notes to 
the Baldwin Locomotive Works in connection with the acquisi- 
tion of four locomotives. 

The Indiana Harbor Belt Railroad Company has applied to 
the Commission for authority to issue $375,000 of 5 per cent 
equipment trust certificates in connection with the acquisition of 
equipment. The company said it was negotiating with J. P. Mor- 
gan & Co. for the sale of the certificates at not less than 97.56 
per cent of par. 

The Hocking Valley Railway Company has applied for per- 
mission to issue nominally $981,000 of general mortgage gold 
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bonds and to pledge $933,000 thereof to secure obligations to the 
Director-General of Railroads. 

The New York Central, Michigan Central, C. C. C. & St. L., 
and the Cincinnati Northern have applied for authcrity to issue 
$45,630,000 of 5 per cent equipment trust gold certificates in con- 
nection with the acquisition of equipment. The applicants said 
no agreement for the sale of the certificates had been made and 
that they asked that the certificates be sold at such price or 
prices as shall have been approved by the Commission after rep- 
resentation with respect thereto to be hereafter made by the 
applicants. 


SAFETY APPLIANCE CASE 


In No. 169, New. York Central Railroad Company vs. United 
States of America, the Supreme Court of the United States 
this week answered in the negative a question certified to it 
by the United States Circuit Court of Appeals of the Third Cir- 
cuit relating to violation of the safety appliance acts. 

The proceeding involved an action brought in the Districi 
Court of the Western District of Pennsylvania to recover 
penalties prescribed by the safety appliance acts. Judgment 
was given in favor of the United States. The case was taken 
by the carrier to the Circuit Court and that court certified 
the following question of law to the Supreme Court: 

“May an interstate carrier lawfully operate a car equipped 
with power brakes past an available repair station to destina- 
tion when its power brakes, becoming out of order in transit, 
have been cut out of the power brake system of the train and 
when more than 85 per centum of the remaining cars of the 
train are equipped with power brakes controlled by the engineer 
of the locomotive?” 

Mr. Justice Butler, who delivered the opinion of the court, 
said the question was considered as if the word “remaining” 
were stricken out. The answer of the court was: 

“No, unless placed in the train to the rear of all cars 
having their brakes operated by the engineer.” 

The case involved the operation of a train from Coalburg, 
O., to Buffalo. While in transit the brakes on three of the 
ears in the train became defective, but were kept in the train. 


RAILROAD TAX CASE 


A decision as to jurisdiction was made by the Supreme 
Court of the United States this week in Nos. 219, 224 and 225, 
Chicago, Burlington & Quincy, Chicago & North Western and 
Chicago, St. Paul, Minneapolis & Omaha, respectively, vs. W. 
H. Osborne, Jr., tax commissioner of Nebraska, et al. 

Bills in equity to restrain the collection of taxes for 1922 
were brought by the railroads on the ground that farm lands 
in Nebraska were intentionally undervalued for taxation, while 
railroad property was valued at full worth and more. The 
lower court held that the plaintiffs had an adequate remedy 
at law under the statute of Nebraska in prosecuting error 
proceedings to the Supreme Court of Nebraska, and for that 
reason a preliminary injunction was denied. Appeals were 
taken and the correctness of the above ruling was the only 
question before the court, Mr. Justice Holmes said. 

The court held that there was jurisdiction in equity over 
the case stated by the bill and that therefore the judges of 
the District Court of the United States for Nebraska “should 
dispose of the application for a temporary injunction on the 
merits and otherwise proceed with the suit in regular tourse.” 


—_ 


PETITION FOR WRIT DENIED 


The Supreme Court of the United States this week denied 
a petition of the Chicago & North Western Railway Company 
for a writ of certiorari in No. 887, Chicago & North Western 
vs. Alvin R. Durham Company et al., on the ground that it 
had no jurisdiction because there had been no final decree. 
The carrier sought a review of a ruling of the Supreme Court 
of Michigan in a case arising out of garnishment proceedings 
brought by the Durham company against the carrier in con- 
nection with a shipment of apples received at Ironwood, Mich., 
and having moved from Ludington, Mich., via Manitowoc, Wis. 
on an order-notify bill of lading, Fred M. Larson having been 
the party notified and also a defendant on the writ of garnishee. 
The railroad company said it no longer had the apples in its 
possession, delivery having been made to Larson, who was unt- 
loading the car when the writ of garnishment was served. The 
Supreme Court of Michigan reversed a lower court’s decision 
in favor of the railroad company and denied a motion for re- 
hearing. It sent the case back to the lower court for further 
proceedings. 





MODIFIED PROCEDURE DOCKET 
Commissioner Meyer has notified parties to No. 15770, Fed- 
eral Match Corporation vs. Great Northern et al., that that case 
has been withdrawn from the modified procedure docket. It 
will be set for hearing in the regular course. 


Ma: 


Ho’ 
Mai 
Cou 
roa 


and 
mal 


ests 
rece 


mis 
the 
far1 


Yni 
vali 
for 

and 


pre: 
shiy 
con: 


decl 


der: 
said 
the 

save 


rail 
pro? 
pare 
that 
emy 


fror 


Nat 
pro} 


of t 
eral 
cree 


ers 


way 
effer 
dem 
shot 





2 
is 
le 
1a 


v 


ly 


at 
re 
ly 


er 
of 
Id 
he 
aid 


ied 
ny 
mn 
it 
ee. 
urt 
ngs 
on- 
ch., 
is., 
een 
1ee. 
its 


The 
sion 

re- 
ther 


Fed- 
ase 
It 








May 3, 1924 


HEARING ON SECTION 15A 


The Trafic World Washington Bureau 

With Chairman Smith and Senators Gooding, Pittman and 
Howell present, the committee, April 25, listened to Benjamin C. 
Marsh, the radical managing director of the Farmers’ National 
Council, urge government ownership and operation of the rail- 
roads. Marsh said he spoke for 800,000 farmers. 

“Merely repealing section 15-a and leaving the present brig- 
ands in control of the railroads would be futile as far as per- 
manent results are concerned,” said he. ~* 

“Even if freight rates were reduced to the pre-Cummins- 
Esch law level, as they should be, as long as the financial inter- 
ests control the marketing of farm products the farmers will not 
receive adequate benefit from such reduction.” 

Marsh said Senator La Follette’s bill instructing the Com- 
mission to fix rates on “an honest basis” was the only one of 
the bills before the committee that held out much hope to the 
farmers. - 

“Even if that Commission wanted to serve the public, the 
Ynited States Supreme Court would probably block them on the 
valuation of the roads, as that court has been beautifully packed 
for that express purpose by the addition of Chief Justice Taft 
and Pierce Butler,” he continued. 

Marsh declared the financial interests were too strong in the 
present Congress to permit the passage of a government owner- 
ship bill, adding he hoped to see the next election change that 
condition. ; 


No member of the committee present took exception to that 
declaration by Marsh. 

Marsh suggested that the committee call Judge G. W. An- 
derson, former member of the Commission, as a witness. He 
said Judge Anderson in an article in the New Republic said if 
the railroads were operated efficiently and honestly, they could 
save $2,000,000 a day in operating expenses. 

Contending that the present level of rates was not due to 
railroad wages, Marsh said there had been a reduction of ap- 
proximately one billion dollars in railroad wages in 1922 as com- 
pared with 1920. Senator Pittman called attention to the fact 
that through efficiency the railroads had reduced the number of 
employes in 1922. Chairman Smith put into the record statistics 
on wages obtained from the Commission covering the period 
from 1908 to 1924. 

Marsh said the American.Farm Bureau Federation and the 
National Grange “in cahoots with the financial interests” ap- 
proved the Esch-Cummins bill. 

“Our farmers don’t want reduction of rates at the expense 
of the men working on the railroads,” said he. “There are sev- 
eral hundred thousand employes whose wages should be in- 
creased.” 

He said the farmers were combining with the railroad work- 
ers and that the effect of their votes would be felt in the next 
Congress. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, asked Marsh what he meant by a remark to the 
effect that his organization favored government ownership and 
democratic management of the roads. Marsh said the employes 
should have a voice in the management. 

“You mean the Plumb plan?” asked Mr. Thom. 

“With some modifications,” replied Marsh. 

In beginning his testimony, Marsh referred to the testimony 
of John E. Benton, of the state commissions, relative to editorials 
in The Traffic World. He said any newspaper or periodical had 
a right to ask its readers to appeal to members of Congress, pro- 
vided such appeals were not financed out of the earnings of the 
railroads. He said the House committee on agriculture had sup- 
Pressed his testimony on an agricultural bill before the commit- 
tee. In the course of his remarks he said the National Repub- 
lican had charged he was trying to overthrow the government of 
the United States. 

Chairman Smith announced that the hearings would be 
closed after the committee had heard Senator Capper, a member 
of the Commission and the rebuttal statement of Mr. Thom. 

Senator Gooding said he would like to have Commissioner 
McManamy testify as to efficiency of railroad management. 


McManamy Testifies 


Commissioner McManamy appeared before the committee 
April 26. In opening the session, Chairman Smith said Mr. 
McManamy would make a statement as to the facts and opera- 
tion of section 15-a. Senator Gooding interrupted to say the 
Committee desired to hear Mr. McManamy discuss his experi- 
ence with respect to railway shop work and expenditures of 
carriers for repairs. Mr. McManamy confined his testimony 
Practically to those questions. Later in the hearing Chairman 
Smith said he wished to correct his original statement as to 
What the witness would discuss. 

Senator Capper also was heard by the committee. Chair- 
Man Smith announced that no more witnesses would be heard, 

t that Mr. Thom would make a closing statement for the 
Tailroads April 29. No representative of the .Commission ap- 
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peared during the hearings on section 15-a to tell the com- 
mittee how the Commission administered the section. 

Mr. McManamy reviewed his experience as a railroad 
worker, as an official of the Commission and of the Railroad 
Administration, outlining briefly his activities up to the time 
he was appointed a member of the Commission. He explained 
that he had direct charge of repairs of locomotives in the 
period of federal control. He said he found that railroads had 
let out locomotive repair work under private contracts to out- 
side shops and at a cost considerably in excess of what the 
railroads could have done the work for in their own shops. 
He said he stopped that practice, had all locomotive repair 
work done in railroad shops, which also found time to help 
shops making new locomotives for use abroad for war pur- 
poses. This resulted in considerable discussion of the practice 
of railroads having their repair work done in outside shops. 
Mr. McManamy believed the work could be done more eco- 
nomically and to better advantage in the railroads’ shops than 
in outside shops. He referred to the reports made by the Com- 
mission as the result of its investigation of locomotive repair 
work of the Pennsylvania and New York Central done in outside 
shops in 1920 after the end of federal control. In each case, 
he said, it was found that the work cost over $3,000,000 more 
than it would have cost had the work been done in the com- 
panies’ shops. In reply to a question by Senator Howeil, the 
commissioner said there was no finding or evidence that there 
was anything irregular about the contracts or that the prices 
charged were out of line with prices for similar work in other 
industries. He also said that there were only a few private 
shops that could handle locomotive repair work and that the 
work had to go to them if it were to be done in outside shops. 
He made that statement when Senator Howell made an inquiry 
as to interlocking directorates and the sending of work by one 
corporation to another linked with it through interlocking di- 
rectors. 

Mr. McManamy said he disagreed with the view of the rali- 
roads that it was necessary to send the work to outside shops. 
He said the policy was still in effect on a number of roads. 
Owing to a limited appropriation, the witness said, the Com- 
mission is able to inquire into the repair work situation only 
to a very limited extent. 

Chairman Smith asked whether the government had re- 
turned the locomotives at the end of federal control in such 
condition that the railroads had to go outside to get the work 
done. Mr. McManamy did not think that was the case—that 
in the final settlement of maintenance of equipment the rail- 
roads paid the government approximately $40,000,000 for over- 
maintenance in the period of federal control. 

Mr. Thom, for the carriers, asked that the witness explain 
that during federal control the government had control of all 
the railroads’ repair shops and could shift engines from one to 
another and was not under the restrictions the individual carriers 
were under. Mr. McManamy said in the period of federal con- 
trol the railway shops also were nationalized and that one of 
the first things that he did was to send locomotives for repairs 
to the nearest repair shop regardless of ownership. 

Mr. McManamy said he found that locomotives were being 
sent from Ohio to shops in Utah for repairs, from Ohio and 
Indiana to Texas shops, and from Texas to Illinois shops. He 
said he stopped that cross-hauling and eliminated the expense 
involved. Such movement of locomotives occurred while the 
Railroad War Board was functioning, he said, and the reason 
was that the board was not in absolute control of the carriers’ 
affairs. He did not think that good judgment had been used, 
adding that the board could not do, however, what he had done 
under federal control. 


In response to a question by Chairman Smith as to rali- 
road repair shops being properly equipped, the witness said he 
believed that the class I roads were able to repair their own 
engines, but that the shop facilities should be increased. 

Senator Howell wanted to know what penalties could be 
imposed on carriers for making unjustificable expenditures for 
repairs, but the witness said the Commission had no power 
to impose any penalties. This brought up a discussion of how 
the matter of expenditures could be effectively regulated in 
connection with the provisions of section 15-a. Senator Howell 
suggested that where the Commission found unjustified ex- 
penditures, provision could be made for deducting that amount 
from what appeared to be a return of 6 per cent, for example. 
Mr. McManamy said such a provision, coupled with a direction 
to the Commission to keep in touch with expenditures, would 
be effective. At the present time the Commission does not 
have a sufficient force to do such work, the witness said. 

At this point Mr. McManamy took occasion to say that he 
was speaking only for himself and not for the Commission or 
any other member of the Commission, as he had not discussed 
with the commissioners what he was going to say to the com- 
mittee. Chairman Smith then corrected his original statement 
and said the commissioner was called because of his particular 
and expert knowledge with respect to maintenance of equipment. 

Senator Gooding said he had been unable to see how the 
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Commission could fix rates under section 15-a without some 
information, besides that furnished by the railroads themselves, 
whether economies were being practiced. He said Congress 
should provide the funds for the Commission to check the ex- 
penses of the roads. Mr. McManamy thought the Commission 
should have the facilities and authority to inquire into the ex- 
penditures of carriers and that such authority and the fixing 
of rates under section 15-a were iwo things that should go 
together. 

Mr. McManamy said he did not want anything that he said 
to be construed as indicating that he believed in restricting 
railroad expenditures so that efficiency of operation would be 
interfered with and that he was not and never had been in 
favor of “starving” the railroads, because the better equipped 
a@ road was the more efficient it was in operation. He said 
he simply contended for the maximum maintenance out of every 
doliar expended rather than placing a limitation on the number 
of dollars spent. 

Chairman Smith asked the witness whether as an experi 
he believed it practicable for the Commission to undertake a 
survey of expenditures in connection with ascertaining whether 
the roads were being operated efficiently and economically. 
Mr. McManamy said he had no doubt about the matter at all. 

“You do not think it would be excessively expensive?” 

“No, not to keep a reasonable check,” he replied. 

Mr. McManamy believed $200,000 a year would be sufficient 
to provide an organization in the Commission to make a rea- 
sonable check which he said could be done in co-operation with 
the railroads. He said the Commission should not attempt to 
take over the functions of railroad officials, but that a reason- 
able check would not be expensive nor difficult. Senator Smith 
thought such a provision as favored by the witness would per- 
mit a sensible carrying out of the law as now written. Mr. 
MecManamy thought substantial savings would result from such 
action. . 

Mr. McManamy indicated agreement with Senator Gooding 
on the subject of the recapture clause of section 15-a being 
conducive to the making of expenditures that otherwise would 
not be made if railroads earning more than 6 per cent were 
not required to divide the excess with the government. He also 
indicated that he believed the Commission should have some 
definite authority with respect to supervision of expenditures 
in connection with administration of section 15-a. 

Senator Howell asked about the recapture of excess earn- 
ings. Mr. McManamy said the valuation work was holding up that 
matter. Chairman Smith read from a letter from the Commis- 
sion stating that $230,919 had been paid into the excess earnings 
fund, and that an estimate for 1923 showed that the total excess 
earned was approximately $71,000,000. 


Senator Capper, in beginning his statement, said the busi- 
ness of the country needed efficient railroad service and that 
the carriers must have a fair return, but that he thought the 
time had come when the railroads could afford to give relief 
in the way of lower rates. He said he was not asking for 
repeal of the transportation act, for which, he said, he had 
voted with reluctance, but that he felt that material amend- 
ments should be made as quickly as possible. He said he talked 
with farmers in 65 counties in Kansas last fall and that there 
Was a general demand for relief in the way of lower trans- 
portation costs, because, with the prices they were getting, they 
could not pay the rates exacted. He read from newspaper 
clippings telling of the prosperous condition of the Santa Fe 
and Union Pacific and said the earnings of the carriers had 
been steadily improving. 


Cost of Publicity 


A discussion of whether or not the railroads should be 
permitted to charge to operating expenses the cost of publicity 
to get the facts about the railroads to the public occupied 
practically all of the time given to the committee’s session 
April 29 when Alfred P. Thom, general counsel for the Asso- 
ciation of Railway Executives, began his closing statement for 
the railroads in opposition to repeal of section 15-a. 

The discussion was precipitated by the submission of a 
statement by Mr. Thom in explanation of the money spent 
by the railroads in an advertising campaign in 1919 which 
was referred to in the hearings on the Howell-Barkley bill 
and also in a statement filed with the committee by Benjamin 
C. Marsh. The statement was the same as that filed by D. B. 
Robertson, of the locomotive firemen and enginemen and which 
was reproduced in part in The Traffic World of April 12, 
p. 948. Mr. Thom explained the statement along the same 
lines as he did in replying to Mr. Robertson. 

Senator Pittman said if a bank spent money for advyertis- 
ing for the purpose of creating public sentiment regarding 
legislation, there was no question the stockholders would have 
a right to complain to the directors for such use of their 
money. His idea was that if the railroads could advertise to 
create sentiment with respect to legislation, there would be no 
limit to what they could expend along such lines. He said 
he did not object to legitimate advertising to obtain business, 
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but that the molding of public opinion was an entirely different 
matter. 

Mr. Thom said he did not think the conclusions reached 
by the senator were justified. He said he did not think that, 
because some charges were proper, they should be allowed 
without limit, and also he did not think that the matter of 
advertising for the purpose of addressing public opinion was 
a matter that did not relate to operation of the railroads, 

Mr. Thom contended that, under section 12 and 15-a of the 
act, the Commission had completed jurisdiction over the matter 
and could exclude from operating expenses any sums expended 
for improper purposes. He said the transportation business, 
the credit of the carriers, their ability to perform—all were 
a matter of interest to the public, and referred to prejudicial 
public opinion that interfered with the ability of the carriers to 
perform. He said his position was that the railroads, in order 
to get a fair public opinion, had a right to put the truth before 
the people. He asked whether “this great industry” was to 
be left helpless and barred from putting its case before the 
people. He said the railroads confronted public opinion in a 
number of ways and referred to juries to which they submitted 
cases, and of the effect of a prejudicial public opinion in com- 
munities. “: 

Senator Pittman contended the proper place for the rail- 
roads to present the facts was before committees of Congress 
and the Commission. He said he did not read the mass of tel- 
egrams being sent in protesting against changes in the trans- 
portation act, and that he did not think any member of the 
committee paid any attention to such telegrams. He said it 
would have to be determined whether the railroads could spend 
money for the purpose of molding public sentiment and that it 
the Commission had the power to allow such expenditures from 
operating expenses, that power should be taken from it. 

Mr. Thom contended that wheer the subject had been taken 
into the hands of the government to regulate and regulate in 
response to public opinion and public opinion was a factor in 
the regulation, the interest subject to such regulation had a 
right to put its case before public opinion and if its capacity 
to perform was involved it had a right to charge an appro- 
priate amount to that purpose. 

Senator Gooding remarked there might be some commer- 
cial clubs in his state that the railroads were not controlling 
but that there were only a few and that the clubs were adopting 
resolutions against changes in rates. 


Mr. Thom said he did not think the efforts made by the 
carriers to get support for the transportation act were carried 
half so far as the efforts “of the other side.” Mr. Gooding had 
remarked that the railroads had an army of men employed 
urging people to write letters to members of Congress. Sen- 
ator Pittman said he did not care how far the railroads went 
so long as they paid for it themselves. 

Senator Howell said it was his opinion that railroads should 
not be permitted to spend money for creating public sentiment 
and charge it to expenses, 


In reply to a question Mr. Thom said he did not think the 
railroads abused the privilege of spending money for inform- 
ing the public of the facts. Senator Gooding asked what he 
thought about testimony given by former Representative Sims, 
in the hearings on the long-and-short-haul bill, and said he knew 
of five lawyers who got free transportation from the railroads. 
Mr. Thom said he did not know what the facts were back of the 
employment of the lawyers. Senator Gooding remarked to the 
effect that that was Mr. Thom’s answer and Mr. Thom said 
there was no necessity for comment like that. 

“How many politicians were against them?” 
asked. 

Senator Fess said he could see no objection to legitimate 
advertising by the railroads. Senator Pittman said no one Was 
objecting to legitimate advertising to get business. But he 
said expenditure of money to influence public opinion was 
lobbying with the public. Senator Fess believed that, with the 
railroads regulated as they were, they should have the right 
to put before the public the facts. Senator Pittman said there 
were two legitimate places to do that—before the Commission 
and Congress. 


Senator Gooding said the object of his propaganda resolu- 
tion was to ascertain the extent of the propaganda. He said 
the Union Pacific in the last year had begun advertising ™ 
newspapers in his state and that it had not done that before. 

Senator Howell said it was not his opinion that the rail- 
roads did not have a right to present their case to the public, 
but that the cost thereof should be paid by the stockholders 
and not out of operating expenses. He said he had received 
hundreds of letters from people in his state asking him t0 
oppose changes in the transportation act. In answering these 
letters, he said, he asked whether there was propaganda back 
of the letters. One constituent—a business man,—he said, Te 
plied he had not written the letter; that he was busy during 
the holidays and that a representative of the railroad asked 
him if he would write a letter opposing changes in the acl, 
that he told the agent he was too busy and that the agent 
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wrote the letter and that he signed it. Senator Howell said 
the man wrote that he was ashamed of what he had done and 
that he begged his pardon for having sent the letter. The 
man said, ‘the senator continued, that the raiload agent was a 
“good fellow” and that it was hard to say “no.” Senator 
Howell said by the letters he received he was able to irace 
the movements of the railroad representatives across his state. 
He said to charge the public with that sort of expense was a 
tremendous abuse of the right to influence public opinion. He 
said if the owners of the railroads desired to do that sort of 
thing at their own expense, it would be all right, but he did not 
believe the railroads should lobby with the public or public 
bodies at the public’s expense. ’ 

Senator Fess remarked that everybody knew of the “nuis- 
ance of propaganda,” and that no Congress had been subjected 
to more propaganda than the present Congress. He said he had 
received 1,069 letters in one mail delivery, but that they did 
not relate to the railroad question. 

Chairman Smith said he thought the committee could come 
to a conclusion as to what it would determine legitimate ad- 
vertising to be. He said that was a question that would have to 
be clearly defined. 

Mr. Thom said the view of the railroads was that the 
position was not sound that would permit a party in interest 
to present its case to the representatives of the public and not 
to the people themselves. ; 


Senator Pittman said he took an entirely different view of 
the matter and that he proposed to introduce a bill to prohibit 
the railroads from charging the cost of publicity to mold public 
opinion favorable to the railroads to operating expenses. 

Senator Gooding said the railroads were abusing their priv- 
ilege. He said he received letters from railroad executives 
charging that those advocating reductions in rates were radi- 
cals. He said that wasn’t fair or honest or just. 

“I don’t belong to any radical bloc,” said he. “I think 
rates are too high and that they probably can be reduced to 
the advantage of the railroads and of the country.” 

Mr. Thom said he wished to be distinctly understood— 
that he was not speaking for the private interests of the rail- 
roads, but that what he said was based on the fact that the 
public had a controlling interest in the whole question and 
that that interest was adequate transportation. He reiterated 
that the railroads had a right to put the facts before the public 
for consideration. ‘ 

Chairman Smith said those opposing the railroads paid 
for their publicity out of their own pockets. He said his belief 
was that that railroads had no right to use money derived 


-from transportation charges to effect public opinion in their be- 


half as to legislation. He said that opinion might be subjected 
to some. modification later. 

Senator Gooding thought that there had not been much 
complaint about railroad: propaganda before enactment of section 
lia. He said there was Mr. Howard, referring to the former 
president of the American Farm Bureau Federation, “now the 
paid agent of a great organization” with large salaries “putting 
out railroad propaganda, The senator did not name the organ- 
ization, but he referred to the National Transportation Insti- 
tute. He said the point he made was that Congress and the 
Commission ought to be informed as to the extent of railroad 
pecveannds and that was the purpose of his propaganda reso- 
ution. 

Mr. Thom insisted that the jurisdiction of the Commission 


as to proper expenditures was complete under section 12 and 
lb-a of the act. 


Senator Pittman said he had no objection to the stockhold- 
ers of the railroads using their own funds received from the 
railroads for the presentation to the public of whatever facts 
they saw fit to present, but that he did contend that Mr. Thom’s 
statement that the railroads had a right to charge to operating 
expenses the cost of such activities was not in accord with the 
law and that he was satisfied that the Supreme Court would 


hot allow such expenses to go into operating expenses. He 


said while it was true that the Commission had the power 
to investigate expenses it had never had the means to do that 
and that Congress should provide the means. He said he wished 
to test out the policy of Congress with regard to his proposed 
bill. He said the Commission should be instructed that’ the 
expenses referred to were not a part of legitimate costs and 
that the railroads would have the right of appeal to the Su- 
Preme Court. He said he believed the court would sustain 
the Commission. 

Senator Howell asked what Mr. Thom would say to the 
Commission passing on propaganda and approving the expen- 
ditures for it. Mr. Thom said the Commission had power to 
Teview expenses and eliminate abuses. . ~ 

Mr. Thom said the amount spent by the railroads in 1919 
Was so insignificant with relation to total expenses that it could 
ereely be found. He said the railroads, through the Associa- 


~g of Railway Executives, had spent $105,000 for publicity 
gh and that since 1922 the association had spent nothing, 
indi 


vidual railroads and groups of railroads having taken 
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over publicity matters. He said the advertisements published 
in 1919 and 1920 were not directed to any specified legislation 
but that they represented an effort to get the facts about the 
needs of transportation before the public. 

Mr. Thom submitted for the record statistics regarding 
reductions in rates on specified agricultural products; a state- 
ment by Stanley Johnson, vice-president of the Rock Island, 
in reply to testimony given by Fred Jackson of the Kansas 
commission; a statement comparing freight rates in the United 
States and in other countries showing that charges in this 
country were lower than in other countries, excepting Canada, 
China, India and Japan. Mr. Thom explained conditions in the 
last three countries, of course, were not comparable to condi- 
tions in the United States and that in Canada the roads were 
running at a loss and that part of them were aided by the 
government. He also submitted a page advertisement in news- 
papers by the Capper farm papers showing, Mr. Thom said, 
that the condition of the people of Kansas was by no means 
hopeless. He said he did not for a moment contend there 
was no agricultural distress, but that the advertisement showed 
that there was a hopeful trend in the affairs of the farmers 
as well as in the affairs of some of the more prosperous rail- 
roads referred to by Mr. Capper in his testimony. Mr.:Thom 
was to continue his statement May 1. 

‘Chairman Smith said whether or not section 15-a provided 
the proper principles for rate making was the question ‘before 
the committee for determination. Mr. Thom said he would 
address himself to that question. 


Mr. Thom Resumes 


With Chairman Smith and Senators Pittman and Howell 
present, Mr. Thom resumed his statement May 1. While he 
was giving his testimony, the members of the committee had 
to respond to a roll call on the floor of the Senate, having been 
summoned by the ringing of a bell. Mr. Thom asked whether 
there was not a bell to get the members of the committee to 
attend the hearing. Returning to the hearing room Senator 
Pittman said it required two calls to get 51 senators to answer 
to their names. On April 29 Mr. Thom had expressed the wish 
that as many members as possible be present to hear his con- 
cluding statement for the carriers, but other matters kept. the 
majority of the members away from the hearing. Mr. Thom 
said he knew senators did not have time to read the testimony 
in the record. 

Mr. Thom said he would give his conception of section 
15-a and its effect on rate making. He reviewed the provisions 
of sections 1, 2 and 3 of the interstate commerce act and said 
they embraced the cardinal principles of the act to regulate 
commerce. He then discussed the question of reasonable rates 
and said there was a zone of reasonableness; that, for exam- 
ple, taking specific figures merely for the purpose of illustra- 
tion, the zone of reasonableness might range on a given rate 
between 5 cents at the lowest point and 20 cents at the high- 
est point. He said it was important to bear that conception 
in mind when considering section 15-a. He said it was an 
entire misconception to think that section 15-a in any sense 
justified a rate that was unreasonable. But, he continued, there 
might- be a starvation policy on the part of the government 
with respect to rates or a policy to conserve and promote the 
development of transportation facilities. Under section 15-a, 
he said, Congress directed its agent, the Commission, in exer- 
cising its discretion within the zone of reasonable rates, that 
it should not follow a starvation policy but to select rates in 
the reasonable rate zone that would permit the railroads to 
maintain an adequate system of transportation. He said this 
was not done in the interest of the carriers but in the interest 
of the public, the prime concern of which was that there 
should be an adequate system of transportation. He asserted 
the effect of section 15-a had not been to make an inflexible 
rate structure, and that section 15-a was not the cause of per- 
centage increases in rates. 

Mr. Thom called to the attention of the committee the 5 
per cent case of 1914, the 15 per cent case of 1917 and the 25 
per cent increase made by Director-General McAdoo, empha- 
sizing the fact that the percentage method of increasing rates 
had been used repeatedly before the enactment of section 15-a. 

Referring to the increases under Ex Parte 74, Mr. Thom 
said it was necessary to bear in mind the attitude of the ship- 
ping public at that time. He said the railroads had the sup- 
port of the majority of the shipping public as to-the need of 
increased rates at that time. He said some shippers thought 
commodities other than theirs should bear ‘the increase but 
that the debate was not on the question of the necessity of 
increases but rather on the question of how they should be 
made. He said it was the opinion of the majority of shippers 
that the increases should be made by a horizontal increase. 
He said the Commission recognized in its decision in Ex Parte 
74 that readjustments would have to be made and that the 
railroads and shippers were asked to co-operate in effecting 
such readjustments. He said there had been thousands of 
cases in which readjustments had been made. 
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Chairman Smith inquired as to whether there had been 
such an increase in the volume of traffic as to warrant hori- 
zontal reductions in rates, but Mr. Thom said the return earned 
by the carriers did not justify such reductions at this time. 

Mr. Thom said the committee should have its mind re- 
freshed on the long struggle to have the principle embodied 
in section 15-a established in government regulation of the 
railroads. He said when the government limited the earning 
capacity of the carriers it owed them the correlative duty of 
surrounding them with protection, especially because they were 
essential to the public welfare. 

Chairman Smieh asked Mr. Thom whether he considered 
the principle of rate making provided for in section 15-a the 
correct principle. He said that was the subject matter before 
the committee and asked whether it was or was not a false 
principle that might or might not work itself out in disaster. 

Mr, Thom said he proposed to develop the answer to that 
question. He reviewed briefly the cause of the inception of 
regulation of the railroads and of the public demand for rea- 
sonable regulation. He said the public conception was sound 
but that the regulation that resulted was merely repressive 
and corrective. Up to 1920, he said, regulation was repressive 
and corrective only. For years prior to that time, he said, the 
responsible managers of the railroads had come to a realiza- 
tion that the railroads could not survive under that regulation 
and that they must have the support of the government in the 
proper conduct of their business and have adequate revenues. 
He said the spirit of the law prior to 1920 was reflected in the 
administration of the law. He then referred to the movement 
in 1914 to have introduced into regulation proper principles of 
constructiveness and encouragement. He referred to the de- 
clining credit of the carriers at that time while, he said, it was 
asserted there was no lack of credit. The corrective process, 
he said, impaired the financial vitality of the carriers. He told 
of the representatives of the railroads carrying their case to 
President Wilson and of the issuance of the statement by the 
President in September, 1914, as to the need of railway credit 
being sustained. 

President Wilson’s message to Congress in December, 1915, 
was read by Mr. Thom, the recommendation being for a con- 
gressional committee of inquiry into the whole subject. This 
resulted in the creation of the Newlands committee and the 
investigation by that committee. 

Mr, Thom referred to the congestion of traffic in 1907, 1916 
and in 1920 because the railroads were not able to meet the 
demands of the shipping public. He told of the appeal of a 
committee of representatives of farmers and business men to 
the Senate interstate commerce committee in May, 1920, for 
an appropriation to aid the carriers to provide an adequate car 
supply to move agricultural and other products. 

Mr. Thom said he enumerated those facts for the purpose 
of showing the importance of adequate transportation facilities 
and as establishing the fact that in the periods mentioned 
there was not adequate transportation. The panic of 1907, he 
said, was largely the result of inadequate transportation. 

At this point Chairman Smith announced an adjournment 
until the following day, when Ben B. Cain, counsel for the 
American Short Line Railroad Association, was to appear in 
opposition to repeal of section 15-a. Mr’ Thom was to resume 
his statement May 3. 













































































AGAINST CHANGES IN ACT 


The board of commissioners of the Board of Commerce of 
Augusta, Ga., has adopted resolutions opposing changes in the 
transportation act. The resolutions say, in effect, that, whereas, 
the transportation system is one of the most important industries 
and of vital necessity, and, whereas, the efficient running of 
the railroads can best be accomplished by a minimum of inter- 
ference from governmental agencies, and, whereas, the transpor- 
tation act contains the proper amount of legislative and govern- 
mental control of railroads and should be allowed to remain 
as it is until shown to be a failure after definite trial, and, 
whereas, there is now pending certain legislation to alter the 
act, therefore, the board of commissioners strongly condemns 
any legislation to amend the transportation act and vigorously 
urges all members of Congress that there be no legislation tend- 
ing to increase the expenses of the railroads, but that the roads 
be allowed to work out their own problems under such govern- 
mental control as is contained in the transportation act of 1920. 

Senator Curtis, of Kansas, has presented to the Senate a 
resolution of the Chamber of Commerce of Dodge City, Kans., 
favoring reduced transportation rates but opposing amendment 
of the transportation act at this time. 

Senator Frazier, of North Dakota, has presented resolutions 
of the Williston Commercial Club of Williston, N. D., and of the 
Association of Commerce, of Minot, N. D., protesting against 
the amendment of the transportation act at this time. 

Senator Warren, of Wyoming, has presented memorials 
from the Chamber of Commerce of Riverton, Wyo., from sundry 
citizens of Casper, Wyo., and a resolution of the Cahmber of 
Commerce of Evanston, Wyo., protesting against any imme- 
diate amendment of the transportation act. 
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RAILWAY LABOR. BILL 
The Trafic World Washington Bureay 


With railroad labor leaders predicting passage at this ses- 
sion of Congress of the Howell-Barkley railway labor bill, op- 
ponents of the bill other than the railroads—are seeking to 
bring their views of the measure before members of Congress, 
Donald R. Richberg, counsel for the railroad labor unions, says 
a survey of the situation indicates that the bill will be passed, 

The impression obtains in some quarters that the bill has 
already been taken from the House committee on interstate 
and foreign commerce. The fact is that the motion to dis- 
charge the committee was signed by the required number of 
members of the House to bring the matter before the House, 
The motion probably will be reached in the House May 5 
when a vote will be taken on the question of whether or not 
the committee is to be discharged. If the House sustains the 
motion, the bill will then be taken up. 

J. H. Beek, executive secretary, and R. C. Fulbright, chair 
man of the legislative committee, of the National Industrial 
Traffic League, have warned members of the League in a 
bulletin that it is imperative that quick action be taken by 
members on the bill. They said the representatives of the so- 
called national railroad labor unions were exerting every effort 
to rush the bill through Congress, “and are bringing all pos- 
sible political pressure to bear, employing the same general 
tactics that were so successfully used in passing the Adam- 
son act.” They briefly outlined the objections to the bill that 
have been set forth in detail heretofore in The Traffic World. 
In addition they said in part: 


The Barkley bill was referred to the house committee on inter- 
state and foreign commerce in regular order but when that committee 
would not bow to the dictates of the labor leaders and side track all 
other bills to take up this one, steps were taken to force it upon 
the floor without committee consideration, or without giving the 
public an opportunity to be heard, 

If members desire to take any action on this bill they should 
do so at once—not by perfunctory resolution—but by specific and 
direct appeal to their representatives in congress. 

The railroad labor unions have a powerful lobby diligently seek- 
ing to crowd this legislation through at all costs, It is an election 
year, and they are capitalizing this fact. The shipping and con- 
suming public will pay the bill for such legislation, and unless quick 
and vigorous protest is made it may be too late. 


The National Industrial Council, which represents manu- 
facturing interests, has sent out a similar appeal to employers 
throughout the country. 

Characterizing the Howell-Barkley railway labor biil as 
“the great-to-return-to-strike bill,’ Representative Tincher of 
Kansas, representing an agricultural district, in a speech in the 
House this week, vigorously opposed the measure. Remarks 
made by other members during the debate indicated the ;epre- 
sentatives of agricultural districts would not join solidly with 
the “labor bloc” in support of the bill. 

Representative Tincher, while opposing the Howell-Barkley 
bill, is an advocate of abolition of the Railroad Labor Board 
and of giving the Commission power to regulate wages. He 
introduced bills along that line in the last session and in this 
session of Congress. 

Attacking the bill becaue of the large number of members 
of various boards provided. for under it, Mr. Tincher said there 
was positively no limit to the number of men that might be 
appointed. He charged that the bill ignored the interests of 
the public. 

Mr. Tincher said he did not like the remarks Repre- 
sentative Huddleston made in the House recently to the effect 
that the bill was not introduced to be considered by a com- 
mittee, but that it was introduced “to use the new rule on, and 
now you indorse it, now you take it.” 

“T understood the geneleman from Kentucky (Mr. Barkley) 
to say that this bill had been drawn by the representatives 
of the railroad employes,” interjected Representative Blanton 
of Texas. : | 

“That is right,” said Mr. Tincher. 

“Tf all these boards have equal rights, half of railroad 
employes and half of railroad capital, does not that embrace 
most of the membership of the House, so that we few fellows 
who are looking after the people’s interest have no chance at 
all?” said Mr. Blanton. i 

“It not only does that, but it effects a tie during which 
time the public must suffer,” replied Mr. Tincher. “Let me 
tell you what happened. The exploiters of labor who are be 
hind this bill are the same bunch that double-crossed labor in 
the West last year in the strike. They are the crowd that 
settled the strike on the eastern railroads and left the poor 
devils in the West to fight their own battle. ’ 

“Lots of good men with good families and owning theif 
homes in little towns were left out by these exploiters and 
some of them are now awakening to the fact that the strike 
is not their remedy, and they are awakening to the fact that 
they have been paying too much of their hard-earned money 
to the paid exploiter and walking delegate, who is the maa 
behind this bill.” 

Mr. Tincher charged that it would take the House four 
months to perfect the Howell-Barkley bill and that in the meal 
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time legislation proposed for the relief of the farmer would 
pe held up. The alternative, he said, was that the House take 
the dictation of Representative Huddleston. 


“You must vote for it or you are against labor,” continued 
Mr. Tincher, paraphrasing Huddleston’s remarks. “I am going 


And I do not 
believe organized labor ought to put itself in this attitude.” 


Mr. Tincher said he believed if the bill were considered it 
would be by the “petition route, because 150 men filed up there 
and signed the petition when the gentleman from Alabama (Mr. 
Huddleston) said that this was a demand of organized labor 
and told them to sign it. Members signed that petition who 


have told me that they had not then read the bill and that they 
have not read it since.” 


Representative McKeown of Oklahoma remarked Mr. Tin- 
cher knew that the bill made compulsory the settlement of 
disputes, but Mr. Tincher asserted that it did not. Before the 
Senate committee it was explained by the proponents of the 
pill that it did not provide for compulsory arbitration and that 
the unions opposed such arbitration. ’ 


Representative Blanton attacked the bill in a long speech. 
He said if the machinery provided by the bill were set up, noth- 
ing would be accomplished. 


A warning that the puolic interest is jeopardized by the 
pending Howell-Barkley railroad labor bill is sounded by Julius 
H. Barnes, president of the Chamber of Commerce of the United 
States, in a bulletin to its 1,200 organization members. A vig- 
orous protest against the measure has also been lodged by the 


National Chamber with the Senate Committee on Interstate 
Commerce. 


The bill is characterized by Mr. Barnes as “a denial of 
the rights of the public” and “a most decided step backward.” 
Its purpose, he asserts, is to do away with all representation 
of the public as a party in interest in the settlement of rail- 
road labor disputes. He said in his bulletin: z 


This bill would repeal the labor provisions of the transportation 
act and return substantially to the previously existing system of 
eon and conciliation, with the addition of national adjustment 
boards. 

The chamber has put itself on record on the proposition that 
the public has a paramount interest in disputes between railroad 
carriers and their employes. The labor provision of the transportation 
act set up the railroad labor board with three representatives of 
the railroads, three representatives of their employes and three rep- 
resentatives of the public, with the provision that no award affecting 
wages could be made to which at least one member of the public 
did not assent. The purpose of the Howell-Barkley bill is to do 
away with the railroad labor board and therewith all representation 
of the public as a party in interest. Disputes are to be dealt with 
primarily by boards with representation of the parties but no rep- 
resentation of the public, with provisions only for voluntary arbitra- 
tion. This is not only a denial of the rights of the public but a 
most: decided step backward. . 

The bill also violates the principles of the transportation act re- 
quiring public investigation of every railway labor dispute threaten- 
ing interruption of transportation. 

Furthermore, the provisions for national adjustment boards as 
framed would tend to promote the establishment of the closed shop on 
all the railroads of the country. 

The Howell-Barkley bill was drafted by representatives of the 
sixteen standard railroad labor organizations and is also supported 
by the American Federation of Labor. These organizations are making 
a determined effort to secure the passage of this bill. It has thus 
far been the subject of only limited hearings before a subcommittee 
of three members of the senate committee on interstate commerce and 
has not yet been reported on. No hearings have been held before 
th house committee but, under a new rule of the house, which is 
being applied for the first time, Representative Barkley, supported 
by signatures of 154 congressmen, has made a motion to discharge 
the house committee from consideration of this bill. This motion is 
scheduled on the house calendar to be voted on May 5 and, if it 
should carry, the bill could be brought before the house for immediate 
consideration without previous opportunity for public hearings. 


“The bill,” the chamber said in its protest to the Senate 
committee, “proposes as a substitute for the compulsory public 
investigation required by the present law, only voluntary arbi- 
tration, thus leaving it within the power of either party to pre- 
vent any public ascertainment and publication of facts by sim- 
ly refusing to accept arbitration. The voluntary arbitration 
broposed would be restricted to such specific points as might 
be agreed upon in advanve by the parties to the controversy, 
thus interfering with the full measure of public investigation, 
even when arbitration is accepted.” 


. The bill, the chamber added, is a proposal to return to 


' the status quo ante which existed prior to the federal opera- 


tion of railways incident to the war. That status, it asserts, 
Was unsatisfactory to carriers and their employes and was also 
Unsatisfactory to the public interest as evidenced by many 


declarations of the public view similar to those of the National 
Chamber itself. 


OPPOSE RAILROAD LABOR BILL 


The New York. Board of Trade and Transportation has 
adopted resolutions against passage of the Howell-Barkley rail- 
yay labor bill. The resolution says, in effect, that whereas, 
Me bill contains no provisions for representation of the public 
N controversies between the roads and labor, and, whereas, 
It ignores the right of large bodies of railroad employes, 
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whether independently organized, or unorganized, to have a 
voice in the selection of representatives on the boards pro- 
posed, and, whereas, the machinery and methods provided in 
the measure are cumbersome in the extreme, therefore, the 
board is opposed to the enactment of the bill as being detri- 
mental to the interests of the public, the railroads, and labor. 

Representative Darrow, of Pennsylvania, has presented to 
the House petitions of the Station Forces’ Association and of 
the Clerks’ Cooperative Association of the Philadelphia & 
Reading railway system, protesting against the Howell-Bark- 
ley railway labor bill. 

The directors of the Atchison (Kan.) Chamber of Commerce 
have adopted a resolution condemning proposed legislation pro- 
viding for railroad boards of adjustment to settle labor disputes. 
The resolution says that, whereas, the four boards of adjust- 
ment and the board of mediation and conciliation, as provided 
for in the Howell-Barkley bill, would have administrative and 
judicial powers as to labor controversies, and, whereas, it is 
evident that only organized labor would be represented on the 
boards, the effect of which would compel all railroad employes 
to affiliate with one of the national unions, and, whereas, any 
legislation that tends to place any particular group or class, 
whether it be employer or employe, in domination of the rail- 
road labor field is vicious, undemocratic and un-American, there- 
fore, the directors are unalterably opposed to the proposed 
legislation for the creation of these adjustment boards. Copies 


of the resolution have been sent to Senate and House mem- 
bers from Kansas. 


CONGRESSMEN’S VIEWS ON RATES 


The Trafic World Washington Bureau _ 


High freight rates were condemned by members of both 
branches of Congress in speeches in the Senate and House last 


week. In a speech on “Democratic Policies,’ Senator Owen of 
Oklahoma said: 


_The government of the United States should bring about lower 
freight and passenger rates by establishing a mechanism that will 
result in the elimination of waste and extravagance in railway man- 
agement and financing. Even combinations and pools are permissible, 


in my opinion, if the economies made are extended to the public in 
lower freight rates. 


he Commission, who pass on the question of railway rates, 
should be men who are progressive and who think in terms of the 
welfare of the whole people and not too much as the advocates of 
the railways against the people. If the railway owners or managers 
are permitted by discreet campaigns to nominate the majority of 
the Commission, the public need expect no adequate relief, 


Senator Jones of New Mexico, in a speech on the tax bill, 
said the farmers of the country did not réalize how their 
freight rates were raised by reason of taxes on the railroads. 
He said the Esch-Cummins law directed the Commission “to 
impose rates which shall produce a fixed amount of income to 
the shareholders. That makes the net-profits tax upon railroads 
a fixed charge, a charge which enters into the cost of the service 
the same as any overhead or fixed charge or taxation paid to 
the states or any other subdivision of the country, and the 
freight rates must be advanced in order to enable the railroad 
company to pay to its stockholders the amount of dividends 
required by the present railroad law.” 

Representative Hastings of Oklahoma declared in the House 
that rates were excessive and should be reduced. He said he 
predicted when the Esch-Cummins bill was passed in 1920 that 
it would destroy the power, in a large measure, of the state 
commissions and would be an invitation to raise freight rates. 
He said what he had predicted had come true. 

Representative Fulbright of Missouri spoke of the effect. of 
high rates on the farmer, declaring that transportation was 


so expensive that in many sections food products were going to 
waste. 


AGAINST RATE RESOLUTION 


Representative Fenn, of Connecticut, has presented to the 
House a petition of Thomas Griswold and others, farmers of 
Wethersfield, Conn., protesting against the passage of the 
Wethersfield, Conn., and a petition of sundry citizens of Rocky 
Hill., protesting against the passage of Senate Joint Resolution 
107, which directs the Commission to establish on farm products 
the lowest rates in the rate structure. 


AMENDMENT OF SECTION 13 


The Senate interstate commerce committee this week con- 
sidered in executive session Senator Pittman’s Bill S. 2964 
amending paragraphs 3 and 4 of section 13 of the interstate 
commerce act which relate to the jurisdiction of the Com- 
mission over intrastate rates. (See Traffic World, April 5, 
p. 872.) 

Senator Pittman said there was a majority in the com- 
mittee in favor of passage of the bill but that no final action 
on it had been taken. He said there would be no hearings on 
the measure as the position of the opponents and proponents 
of amendment of section 13 along the lines of the bill was well 
understood. He said, however, he had voluntarily held up final 
consideration of the bill for the time being. 
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CARRIERS’ EXCESS INCOME . 
The Trafic World Washington Bureau 


Chairman Smith, of the Senate interstate commerce com- 
mittee, has obtained from the Commission a compilation show- 
ing revenues, expenses, income and 6 per cent on investment 
of Class I roads for 1923 and 1922, and also the railroads 
that earned in excess of 6 per cent on the book value of in- 
vestment. The figures relating to the excess, however, do 
not reflect the excess that may be recoverable by the govern- 
ment, because they are computed on the basis of the book 
value of investment and not on a valuation fixed by the Com- 
mission as required by the recapture provisions of section 15-a. 

fn 1923, according to the report, there were 44 Class I 
roads that had net railway operating incomes in excess of 
6 per cent on the book value of investment, while in 1922 
the number in that class was 27. The 1923 compilations were 
based on the property investment of 1922, the 1923 figures not 
being available when the compilation was made. Compilations 
on the basis of the 1923 book value of investment would be 
different than those prepared on the basis of the 1922 invest- 
ment. In a letter accompanying the statement, Secretary Mc- 
Ginty informed Chairman Smith it was impossible to say what 
changes would be made by the substitution of final values as 
found by the Commission for the book value of investment 
figures. 

The report of the Commission shows that, in 1922, the 
excess as computed was approximately $30,000,000 and in 
1923, approximately $71,500,000. Half of these sums would be 
payable to the government if they were found to be the correct 
amounts. For both 1923 and 1922 the report showed that 22 
roads earned excess incomes on the basis of the computation 
used. The compilations. cover 176 Class I roads. There were 
132 roads in 1923 that did not earn 6 per cent on the basis 
of the computation used. 

The compilations made by the Commission show the net 
railway operating income per mile of road operated, the aver- 
age for Class I roads in 1923 being $4,149 and in 1922, $3,296. 
Twenty-six of the 44 Class I roads that showed an excess 
income in 1923 had a net railway operating income per mile 
in excess of the average and 19 of the 27 Class I roads that 
showed an excess income in 1922 had a net per mile in 
excess of the average. Seventeen of the 22 roads that showed 
an excess in both years had a net per mile in excess of the 
average. 

The detailed figures relating to the Class I roads reported 
as having earned in excess of 6 per cent on the basis of the 
computation used follow: 


Excess 
of Net 
Six Railway 
PerCent Operating 
Net Railway on Book ncome 
Operating Income. Value of Over 6 
Year. Amount. Per Mile. Investment. Per Cent. 
Alabama & Vicksburg— 
ie ee es ee ee) eer ee wee) a! 
1922 286,392 2,024 $ 408,982 oa rome 
Alabama Great Southern— 
1928 2,469,543 7,767 a pe 935,752 
1922 1,483,909 4,661 1,533,791 ewinds 
Atlanta & West Point— 
1923 345,712 3,710 Fae a 48,490 
1922 230,690, 2,475 297,222 divone St 
Atlantic Coast Line— 
1923 15,496,609 3,188 oc Sides 2,881,509 
1922 14,416,370 2,971 12,615,100 1,801,270 
Beaumont, Sour Lake & Western— 
1923 362,274 3,051 en oe 162,709 
1922 263,608 2,220 199,565 043 
Bessemer & Lake Erie— 
1923 6,862,661 30,095 Pawan os 3,380,529 
1922 4,809,526 21,326 3,482,132 1,327,394 
Chesapeake & Ohio— 
1923 19,135,359 7,496 irae a's 821,232 
.. 1922 14,410,330 5,653 18,314,127 Gaaberse 
Chicago, Detroit & Canada Grand Jct.— 
1923 1,353,181 22,723 pesaliat-eaie 1,088,357 
1922 837,599 14,065 264,824 572,775 
Cincinnati, New Orleans & Texas Pacific— . 
1923 4,856,706 114,362 phe 1,635,038 
1922 1,910,018 5,648 3,221,668 iuetia< 
Cincinnati Northern— 
1923 838,257 3,429 wwieess 449,923 
1922 348,557 1,424 388,334 than ve 
Cleveland, Cincinnati, Chicago. & St. Louis— 
1923 16,691,901 6,932 9 ee 2,292,455 
1922 13,747,229 5,706 14,399,446 ie dae 
Columbus & Greenville— 
1923 533 3 eannate i meal 
1922 188,942 986 147,221 41,721 
Detroit & Toledo Shore Line— 
1923 603,781 9,771 arts Is 268,434 
1922 745,006 12,057 335,347 409,659 
Detroit, Grand Haven & Milwaukee— 
1923 00,255 3,162 elated ».s 106,659 
1922 455,339 2,399 493,596 wives o's 
Detroit, Toledo & Ironton— 
1923 1,786,924 3,921 cdewidiabvate 223,372 
158,984 ) IS 1,563,552 o weabic 6 
Duluth, Missabe & Northern— 
1923 10,660,676 34,921 isa @ 7,857,366 
1922 6,512,845 21,254 2,803,310 3,709,535 
Elgin, Joliet & Eastern— 
1923 5,441,927 11,837 joa teh ts 2,606,086 
1922 5,152,091 11,219 2,835,841 2,316,250 
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f ; Excess 
of Net 
Six Railway 
Per Cent Operating 
Net Railway on Book Income 


Operating Income. Value of Over 6 
ar. Amount. Per Mile. Investment. Per Cent. 


Ye 
Fort Worth & Denver City— 


1923 2,902,039 6,360 a ateciicel & 1,079,051 
1922 2,438,054 5,343 1,822,988 615,066 
Georgia— 
1923 1,193,095 3,628 ta \ciatg ae 388,494 
1922 811,838 2,468 804,601 7,237 
Gulf & Ship Island— 
1923 525,355 1,708 L ota Bee's th 
1922 1,125,851 3,661 871,110 254,741 
Gulf, Colorado & Santa Fe— 
1923 3,363,151 Fo, a pe 353,816 
1922 4,192,458 2,198 3,609,335 583,123 
Illinois Central— 
1923 22,906,244 4,732 sa a ail Be sine ais 
1922 25,121,128 5,250 24,335,972 785,156 
Lake Superior & Ishpeming— 
1923 389,890 11,663 oéneh te 122,030 
1922 369,833 11,063 267,860 101,973 
Lehigh & Hudson River— 
1923 589,987 6,108 oP a ee 184,126 
1922 118,015 1,222 405,861 Nee 
Lehigh & New England— 
1923 1,262,859 5,756 4 303,628 
721,887 3,056 959,231 Te 
Louisiana & Arkansas— 
1923 850,188 2,813 ee 91,730 
1922 695,547 2,301 758,458 ee 
Louisiana Western— 
1923 932,136 4,487 ela le 326,535 
1922 854,743 4,114 605,601 249,142 
Louisville, Henderson & St. Louis— 
192 589,999 2,957 o*protharere 69,980 
' 1922 526,519 2,639 520,019 500 
Michigan Central— 
1923 19,388,175 10,409 SER ata 9,994,049 
1922 18,066,109 9,702 9,394,126 8,671,983 
Montour— 
1923 871,081 15,157 Aj RA 445,488 
1922 277,022 4,881 425,593 ASS S. 
Nevada Northérn— 
1923 483,077 2,912 Shi See cea 292,654 
1922 187,175 1,128 190,423 ee 
New Orleans, Texas & Mexico— 
1923 1,176,275 6,151 sdaaaeada td 83,589 
1922 1,344,567 7,032 1,092,686 251,881 
New York Central— 
1923 70,667,192 10,243 serait ote 2,650,554 
1922 53,973,003 7,824 68,016,638 a0 slated 
‘Norfolk & Western— 
1923 19,877,677 8,881 & ieeteets 56,142 
1922 18,624,468 8,322 19,821,535 se woe 
Northern Alabama— 
1923 308,171 | ee aes 43,550 
1922 203,415 1,841 8 >) 
Pere Marquette— 
923 7,086,372 3,166 icdituraceds 23,063 
1922 6,081,196 2,743 7,063,309 saan 
Perkiomen— 
1923 345,194 8,252 eo 123,356 
1922 482,939 11,545 221,838 261,101 
Philadelphia & Reading— 
1923 21,813,109 19,279 5 nies as 8,543,766 
1922 ; 14,328,714 12,716 13,269,343 1,059,371 
Pittsburgh & Lake Erie— 
1923 15,574,595 66,999 éo slian ial 10,313,229 
1922 5,279,742 23,137 5,261,366 18,376 
Richmond, Fredericksburg & Potomac— 
1923 2,811,335 23,902 5 aie a 1,388,301 
1922 2,543,648 21,626 1,423,034 1,120,614 
St. Louis, Brownsville & Mexico— 
1923 1,905,563 3,463 a Selects 921,924 
1922 1,142,882 2,168 983,639 209,243 
St. Louis Southwestern— ; 
1923 6,111,138 6,309 pecaaces 1,496,017 
1922 5,666,588 5,850 4,615,121 1,051,467 
Texarkana & Fort Smith— 
1923 854,269 8,961 wiki daakite 563,171 
1922 470,083 5,798 291,098 178,985 
Union Pacific— 
1923 28,844,300 7,777 ample tie 6,458,120 
1922 26,621,319 7,207 22,386,180 4,235,139 
Vicksburg, Shreveport & Pacific— 
1923 690,832 3,751 SARS 3% 96,250 
1922 368,823 23151 594,582 soteeee 
Western Ry. of Alabama— 5 
1923 505,889 3,792 oe eer 98,565 
1922 492,853 3,694 407,324 85,52 
Wichita Valley— 9 
1923 400,606 eared Pos: 62,43 
1922 240,552 937 338,167 seeeees 


PROTECTION OF EMPLOYES 


The subcommittee of the Senate interstate commerce com 
mittee to which was referred the bill requiring common carriers 
to use steel cars in express and baggage service has adopted 4 
favorable report on the bili (S. 863) with amendments. Senator 
Gooding is chairman of the subcommittee. 

The recommended bill provides that from and after July 
1, 1927, all express cars, baggage cars and express-baggage cars 
shall be heated and kept in sanitary condition and shall be 
equipped with sanitary drinking water containers and toile 
facilities. It also provides that after the date fixed the Com: 
mission shall not allow the use of any express, baggage O° 
express baggage car not constructed of steel or steel underframe 
or of equally indestructible material. The Commission may 
make exceptions as to short lines and as to cars not carrying 
persons, 
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SECTION 28 COMMISSION 


The Trafic World Washington Bureau 


Representative Brand, of Ohio, has introduced a joint reso- 
lution for the appointment of a special commission of twelve 
members to investigate in respect to the suspension and deter- 
mination of the suspension of the application of Section 28. 
The Commission: would be composed of four members each of 
the House and Senate and of one member each to be selected 
by the Commission, the Shipping Board, the Secretary of State 
and the Secretary of Commerce. Mr. Brand said the purpose 
of the resolution was to provide a plan with the end in view 
of adjusting or amending the law so that it might serve its 
purpose without damage to American business or ports. The 
Commission would report to Congress in December. 

Mr. Brand said Congress probably would postpone the 
effective date of the section to May 1, 1925, and that the 
investigation would be made in the meantime.. 


POSTPONEMENT OF SECTION 28 


The Trafic World Washington Bureau 


By a. vote of 14 to 2, the House committee on merchant 
marine and fisheries, April 26, ordered a favorable report on a 
bill postponing the effective date of section 28 of the mer- 
chant marine act to May 1, 1925. The action taken by the com- 
mittee followed a discussion of the testimony taken in the hear- 
ings before the committee on the Newton bill providing for post- 
ponement to July 1, 1925. 

While passage of the resolution is expected in the House, 
there appears to be some doubi as to the action that will be 
taken by the Senate. Senator Jones, chairman of the Senate 
Commerce Committee, is understood to be opposed to postponing 
the effective date by legislation. 

President Coolidge favors postponement of the application 
of section 28, of the merchant marine act, for one year, a 
spokesman for the President said at the White House April 29. 
The President believes that further consideration of the matter 
should be given by the executives and legislative branches of 
the government and he has asked the special committee on co- 
ordination of rail and water facilities to study the problem. 
The President’s study of the situation, it was said, has con- 
vinced him that, as to some ports, there probably are not 
adequate shipping facilities. The President has no direct power 
with reference to enforcement of the section, but it was be- 
lieved that the official statement of his position indicated that 
he would advise the proper authorities along similar lines. 
Postponement of the application of the section beyond June 20 
is regarded as practically a certainty. 

At the request of Senator Jones of Washington, author of 
the Jones merchant marine law, the Commission has sent a 
telegram to all railroads, the lines of which are near the United 
States-Canadian boundary, as follows: 


The Commission requests quickly as possible, in duplicate, copies 
of all contracts, agreements, arrangements and statements of arrange- 
ments, not in contract form, which have been entered into between 
your company and foreign steamship companies, subsequent, to aay 
1, 1921; also any now existing between your company and Canadian 
rail lines regardless of date entered. Answer. 


Senator Jones did not tell the Commission for what pur- 
pose he was seeking the information, nor did the Commission 
tell railroads that the Washington senator had asked it to ob- 
tain the information. : 

At Senator Jones’ office it was said the senator wanted the 
information for use in connection with the question of postpon- 
ing the effective date of section 28 of the merchant marine law. 

Chairman Greene, of the merchant marine committee, in the 
committee’s report to the House recommending passage of the 
bill postponing the effective date of section 28 to May 1, 1925, 
said, in part: 


Immediately after the pronouncement of the Interstate Commerce 
Commission order, having as its effect the enforcement of section 28 
on May 20, 1924, American shippers, exporters, and importers alike, 
chambers of commerce, commercial and industrial organizations, etc., 
began flooding your committee with protests complaining against 
that proposed government action and clamoring for a public hearing 
n poee to present their side of the case as men engaged in the 
world’s trade. 

Hearings were held by your committee from April 3 until April 12, 
1924, whereupon those gentlemen presented a great volume of testi- 
mony, the great bulk’ of which was in violent opposition to the 
enforcement of section 28, on the ground that such action would 
most certainly destroy the organization of American farming and 
industrial enterprise. The general consensus of opinion, as reflected 
by the many witnesses who appeared, was that they all saw the 
necessity for a well-balanced fleet of American ships in the trade of 
the world, especially that trade involving American exports and 
imports, but that it would be impracticable to try to build up an 
merican merchant marine by destroying the machinery of our 
export and import business. Their attitude was that there is not 
at present sufficient available American tonnage to carry certain 
Ypes of commodities, nor to engage in certain trade routes so 
essential to the success of American enterprise, and in this viewpoint 
Your committee do concur. 

Therefore, these witnesses representing the sentiment of shippers, 
commercial and industrial organizations, from all over the United 
States, having given co-operated study to section 28 and its possible 
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effect upon American business if enforced at this time, concentrated 
their efferts upon the question of further suspending the operation 
of that section until such time at least as would enable them to 
readjust the fabric of American export and import business, together 


with the United States Shipping Board and other interested agencies 
and individuals, 


In the meanwhile, on April 19, this year, the Interstate Commerce 
Commission issued their fifth supplemental order with regard to 
section 28, modifying their order of March 11, 1924, by changing the 
effective date of the termination of the suspension order of June 14, 


1920, as modified, from Muy 20, 1924, to June 20, 1924, thus making 


it imperative that the Congress act quickly if the provisions of section 
28 are to be suspended until May 1, 1925, as recommended by your 
committee, and thereby affording the desired relief to those who form 
the unit of large financial contribution into the United States Treasury 
by way of taxation. Otherwise such relief will not be granted to 
them because it was specifically stated to your committee by the 
chairman of the Interstate Commerce Commission that the majority 
membership of the commission felt it to be their duty, as stipulated 
by the merchant marine act of 1920, to terminate the suspension 
of section 28 pursuant to an order of certification by the Shipping 
Board, as soon thereafter as would enable the railroads of the country 
to readjust their rate schedules so as to distinguish between goods to 
be shipped in American vessels and those to be shipped in foreign 
vessels. The testimony received by your committee shows the general 
belief to be that the commission can not possibly postpone further the 
enforcement of section 28, upon the ground that the law is clear with 
respect to that particular point, and that the carriers will not require 
any additional time to change their program of rates. 

The opinion of your committee is that suspension of the operation 
of the provisions of section 28 should continue until May 1, " 
in order that the organized efforts of American exporters and importers 
to establish a sound foreign trade business be left intact and undis- 
turbed. This recommended suspension of the section would permit 
all interested parties to properly assemble and devise a possible 
method whereby the section could be made operative without injury 
to American citizens engaged in the foreign trade of the United 
States. 


USE OF DISCRIMINATORY DUTIES 


The Trafic World Washington Bureau 


Opposition to a policy of discriminatory duties as an aid 
to the merchant marine has been expressed by C. Bascom 
Slemp, secretary to President Coolidge, in a letter written in 
reply to an inquiry about the policy of the government. 

Mr. Slemp indicated that the policy of the government was 
that abrogation of treaties providing for reciprocal treatment 
in the matter of cargo and tonnage duties would react to the 
injury of the United States. He said the government was not 
free to embark on a general policy of discriminatory duties 
without committing a breach of faith which would constitute 
a national dishonor, subjecting the nation to claims for dam- 
ages-as well as reprisals that undoubtedly would follow. He 
also said abrogation of the treaties might embarrass the gov- 
ernment in its efforts to negotiate new conventions, because 
it would involve disregard of the general principle that the 
reciprocal national treatment was the normal basis of cargo 
and tonnage duties. He said the government could not negotiate 
treaties that made no provision for these matters and could not 
make treaties that permitted discrimination in favor of national 
ships and national cargoes. Finally, he said, the government 
could not permit thé success of the whole treaty policy of the 
United States, which absolutely depended upon respect for 
principles deemed vital to the recovery of American foreign 
trade, to be jeopardized by discrimination seemingly favorable 
to cargoes or ships and yet inevitably productive of retaliation 
in relation to those matters. 

The position taken by Mr. Slemp was regarded as refliect- 
ing the attitude of President Coolidge. President Wilson and 
President Harding took a similar view of the question of im- 
position of discriminatory duties as an aid to the merchant 
marine. Section 34 of the merchant marine act provides for 
abrogation of treaties preventing the United States from im- 
posing such duties, but no President has enforced it. 


INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


Foreign influences behind objecticns to enforcement of sec- 
tion 28 of the merchant marine act were discussed by the House 
committee investigating the Shipping Board. Representative 
Lineberger of California referred to opposition from the Jap- 
anese. He said the issue was whether or not the United States 
would control its own shipping policies. He said he would like 
the members of the merchant marine committee to determine 
how closely the foreign protests were associated with some of 
the protests from domestic interests. Representative Davis said 
he thought Americans protested because of the fear that injury 
would be done their commerce. He believed there was an hon- 
est controversy over the meaning and proper interpretation of 
section 28. 

Ernest W. Meyer, passenger agent of the United States 
Lines at New Orleans, brought to the attention of the committee 
payment of gratuities by ship repair and supply concerns in 
connection with operation of Shipping Board vessels. He said 
excessive charges were made for ship repairs, and gave testi- 
mony indicating “rake-offs” on work done for the board. He 
said ship operators saved money by spending less for food for 
crews than the allowances granted by the board for that pur- 
pose. He said tied-up vessels had been stripped of brass, paints 
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and other movable articles. He believed that considerable sav- 
ings could be effected in repair costs. 

Mr. Haney, of the Shipping Board, expressed the opinion 
that unless the rail rate structure were revised to meet con- 
ditions that would exist if section 28 of the merchant marine 
act became effective, the effect of the section would be useless. 
He believed that there should be a readjustment of the export 
and import rates to meet the situation, but that he regretted to 
say that it appeared that the Commission had no intention of 
revising the rates. 

Referring to ocean rate conferences Mr. Haney thought 
some of the conferences were good and some bad and that 
there were some in which the board should not participate. 
The commissioner reviewed the situation with respect to claims 
growing out of war-time contracts. 

Commissioner Haney, in reply to questions, said he thought 
it would be unwise to put the Fleet Corporation under one head 
and to separate it entirely from the Shipping Board. He said 
there was a mistaken idea that all there was to establishing 
a merchant marine was the operation of ships. 

“That is only a small part of it,” said he. “We have no 
foreign connections, no banking connections and no marine in- 
sura 'ce establishment in this country. We cannot establish it 
in a few years.” 


Mr. Haney believed the word “Emergency” should be re- 
tained in the name of the Emergency Fleet Corporation under 
existing circumstances because that was the legal name, but 
that he favored such names as the “Federal Fleet Corporation,” 
or “United States Fleet Corporatio.” 


The committee went into the details of claims of the Atlan- 
tic Corporation, the Bethlehem Shipbuilding Company and the 
Skinner & Eddy Shipbuilding Company, growing out of war- 
time contracts. 


SHIPLOAD OF BIG GUNS 


The accompanying picture shows one of the United States 
Navy guns being loaded at Bremerton Navy Yard, Washington, 
into the steamship “Willhilo.” This vessel, on her voyage No. 
11, eastbound, left Bremerton Navy Yard March 28, carrying 
ten of these big-bore naval rifles, worth one million dollars, 
being moved to the Norfolk, Va., Navy Yard. Each of the 





guns is 14-inch, 45-caliber, weighs 145,000 pounds, length 55 
feet over all, and is worth $100,000. The entire shipment 
weighs over 800 tons and is insured in favor of the United 
States government for $1,000,000, -by the Williams Line, as part 
of its contract. 

This is the first time in years that a merchant vessel has 
been assigned to transport guns for the navy. 

As the “Willhilo” is one of the largest carriers in the 
intercoastal trade, it was possible to stow the shipment in 
her lower holds. The loading took two days, one of which 
was taken up by building cribbing to support the guns. The 
loading was supervised by A. F. Zipf, Pacific coast manager 
of the Williams Line. The guns had been stripped from the 
U. S. S. “Oklahoma” and are sent to Norfolk Navy Yard for 
relining. 

In addition to these guns, the “Willhilo” loaded some four 
million feet of lumber and one thousand tons of general cargo. 


LUCKENBACH CLAIM AGAINST U. S. 


The Court of Claims has allowed $375,000 of a claim of 
the Luckenbach Steamship Company against the government 
for the use of five tugs and twelve barges in the period of the 
war. This amount was the balance of the amount allowed by 
the government, the total having been $1,500,000. ‘The com- 
pany was paid $1,125,000 of the total, but it took exception to 
the total allowance. The effect’ of the court’s ruling was to 
approve the government award. 
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OCEAN FREIGHT RATES 


The Trafic World New York Bureay 


Charter business last week was disappointing, but freight 
rates held steady in the face of the idle market and owners 
were not anxious to fix tonnage readily, the disposition being 
to await an advance in rates. 

The New York market for grain tonnage, May and June 
from Montreal to United Kingdom, is about 3s 6d per quarter; 
Antwerp-Hamburg is quoted at 14%c to 15c per 100 pounds; 
French Atlantic, 15%c to 16c;. Mediterranean, Near East, or 
west Italy direct, 19c to 19%c, but orders for Atlantic loading 
are decidedly scarce. 

Coal freights have been conspicuously inactive, few of the 
shippers seeming to have any pressing requirements. There 
have been a few inquiries for Mediterranean ports, with a view 
to future business. Rates are nominally $2.80 to French At- 
lantic, excepting Rouen and Nantes; $3.40 to $3.50 to west coast 
of Italy; $3.40 to $3.50 to Rio and River Plate on full Welsh 
charter. 

There have been some indications of fresh requirements 
for sugar charters, although only a few definite orders are in 
sight, these being on the basis of 22s 6d, first half of May load- 
ing, although small steamers have been fixed for San Domingo 
in the past week at 26s to 26s 6d. 

In the lumber division the first deal and pit prop charters 
were reported during the week from the provinces to the United 
Kingdom and one or two further steamers are required for 
pitch pine from the Gulf to River Plate. Tonnage, however, 
is not offered freely and rates remain substantially unchanged. 

Time charters are stagnant. Rates on South American 
round trip business range from 90c to 95c, according to size. 
On transatlantic trip across the last rate paid was $1.50 on 
9,500-ton ship for first half May delivery this side and redeliv- 
ery UK-Continent, Antwerp-Hamburg range. 


CONSOLIDATION OF SERVICE 


The Trafic World Washington Bureau 


The services heretofore maintained by the Shipping Board 
from the North Atlantic ports to Ireland and the west coast 
of the United Kingdom, and operated by the Baltimore Steam- 
ship Company, W. A. Blake and Company and the Export Trans- 
portation Company, have been combined into a single service, 
and will hereafter be managed by the Consolidated Naviga- 
tion Company, formed by an amalgamation of the three former 
operators. In a statement the company said: 


The new lines will require the service of twenty-one ships, which 
will maintain sailings from Boston, New York, Philadelphia, Norfolk 
and Baltimore to Liverpool, Glasgow, Belfast, Dublin, Cork, Avon- 
mouth and the Bristol Channel ports. Most of these services will be 
direct from the port of departure to the port of destination, without 
the stops heretofore made at intermediate ports. 

While the new arrangement is hailed as being of great advantage 
to the several coast cities served, it is of much greater interest to 
the Central West, because seventy per cent of the exports from the 
United States originate in the Mississippi Valley. 

The new lines give services to Liverpool every ten days; to Man- 
chester every ten days; to Glasgow every two weeks; to Belfast, Dub- 
lin, Cork, Avonmouth and: the Bristol Channel ports twice per month. 

The new company will maintain its offices in Chicago and the 
principal mid-west cities. ae 

Captain W. A. Blake is president of the Consolidated Navigation 
Company; Mr. W. H. Stayton of the Baltimore Steamship Company, 
becomes chairman of the new board of-directors and Mr. W. F. Tay- 
lor of the Export Transportation Company and Mr. J. K. Voshell of 
Baltimore will be vice presidents. e 

The new operating staff, which has been formed by a consolida- 
tion of the three constituent companies, has been approved by the 
Shipping Board and will handle twenty-one vessels. 

American shippers are generally agreed that the new arrange- 
ment justifies the Shipping Board’s statement that adequate American 
flag services are now maintained on these routes, and in its conse- 
quent request that under section 28 of the Jones bill, our national 
vessels be given advantage of the export rail rates. 


President Palmer of the Fleet Corporation=has arranged 
a conference ‘with. representatives of the Cosmopolitan and 
Black Diamond steamship lines, operators of Shipping Board 
vessels in the trade between north Atlantic ports and French 
ports. north of Bordeaux and Antwerp and Rotterdam, to con- 
sider consolidation of those services. Each operator has nine 
government vessels. 


CONGESTION AT WATER FRONTS 


The Trafic World New York Bureau 


In order that business men may derive the greatest ben- 
efits from economic and efficient electric and gasoline trucks, it 
is necessary that street congestion at waterfronts be im- 
proved. It is stimated that street conditions in New York add 
a hundred million dollars yearly to the cost of doing business 
here. These and similar statements. were made by Major E. 
C. Chureh, transportation engineer of the Port of New York 
Authority, at a luncheon, attended by about 800 members of 
the New York Electrical League. The subject was, “Modern 
Freight Handling Conditions.” , 

Major Church said there was no question, street condi- 
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tions being favorable, that motorization—electric trucks for 
short-haul, frequent-stop deliveries and gas trucks on the longer 
hauls—had the horse beaten one hundred ways. But street 
conditions at waterfronts were not favorable. Facilities to use 
efficient motorization had not developed to keep pace with engi- 
neering triumphs. 

The cost of trucking is really measured by time taken 
rather than by distance goods are hauled, he said. It costs 
6 cents a minute just to keep trucks on the street. Street 
delays and time consumed in loading and unloading trucks are 
so great that both electric trucks and gas trucks often get no 
opportunity to justify themselves. In the uptown areas, where 
transportation problems have mostly to do with deliveries, con- 
ditions there favor motorization, especially electric trucks, 
rather than horse-drawn vehicles. 

Major Church also showed that the present high costs of 
transportation are largely at terminals. This is no unusual 
thing, for the incidental costs of a shipment are often ten 
times what one actually has to pay to the railroads in the line 
haul, he said. The need for uniform terminals, adequate in 
capacity and conveniently located, was pointed out. The cities 
must also give thought to their street planning and traffic regu- 
lation if they are to continue to be good places to live in and 
to do business in. When this becomes a fact electric trucks 
as vehicles for city deliveries will face no real competition. 

The question of store door delivery of freight was also 
touched on. He told his audience how rapidly long-distanc2 
trucking was developed and showed the need of motor truck 
trunk line highways just as we now have trunk line railroads. 
The need for a new type of highway was pointed out and the 
statement was made that trucks would soon be dispatched on 
the highways just as trains are now dispatched on the railroads. 
This through traffic must be taken around cities, not through 
streets. Arrangements must be made to distribute it at its 
destination and cities must arrange for a dispersion in the 
concentration of traffic within their limits. This accomplished, 
old dobbin will go and the electric truck will come into its own. 

On the subject of waterways, Major Church indicated how 
barge canals could assist industries, but said we must cut down 
the cost of getting goods to and from our water terminals. A 
regular, dependable service on a waterway with boats operating 
on schedule was necessary. We must also make the water- 
fronts add to the value of the surrounding property instead 
of detracting from it. They must be developed to meet the 
needs and conditions of the future. Waterffonts must be 
equipped with the best freight handling devices—telpher cranes, 
electric industrial trucks and the rest. 


EX-OFFICIALS PROSECUTED CLAIMS 
The Trafic World Washington Bureau 


Chairman O’Connor, of the Shipping Board, in response to 
a Senate resolution, this week reported to the Senate the 
names of former members of the Cabinet, Senate and House of 
Representatives who had appeared as attorneys before the 
board in connection with the prosecution of claims against the 
government, within two years after termination of official serv- 
ice with the government. : 

The first name set forth by Chairman O’Connor in his re- 
port was that of William Gibbs McAdoo. The chairman said 
McAdoo resigned as Secretary of the Treasury December 15, 
1918, and shortly thereafter formed the law firm of McAdoo, 
Cotton & Franklin, his partners being Joseph P. Cotton and 
G. S. Franklin, who in 1917 had been law partners in New 
York. The report said Mr. Cotton on April 7, 1917, was _ re- 
tanied by the Shipping Board as special advisory counsel “dur- 
ing the present emergency” at a salary of $1 a year. He 
remained in that position until August 11, 1917. Chairman 
O’Connor said during the period he was with the board Mr. 
Cotton dealt with the- legal phases of the requisitioning of 
ships by the government. 

Mr. McAdoo’s first appearance with respect to claims 
against the United States, arising out of the war-time activities 
of the Shipping Board or Fleet Corporation, the report said, 
was in July, 1919. Mr. O’Connor pointed out that this was 
Within two years of the date that Mr. McAdoo’s partner, Mr. 
Cotton, separated himself from his employment by the United 
States. The appearance by Mr. McAdoo in July, 1919, the re- 
port continued, was in behalf of the Virginia Shipbuilding Cor- 
Doration, whom he represented as attorney and counsel before 
the Shipping Board on the presentation of a claim for approxi- 
mately $3,500,000 for progress payments under a shipbuilding 
Contract. Chairman O’Connor said the claim was. disallowed. 
He said the Virginia Shipbuilding Corporation was one of a 
sroup of shipbuilding and operating companies controlled 


through stock ownership and interlocking directorates by 
Charles W. Morse. 


In September, 1919, the report continued, Mr. McAdoo 
started negotiations with the Shipping Board for a settlement 
of the claims of and against the Virginia company and also 
appeared for other Morse companies. These negotiations re- 
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sulted in the execution of contracts settling the matters in 
dispute, but later, the report revealed, the government brought 
suits against some of the Morse companies. 

Other names mefitioned in the report were those of Bain- 
bridge Colby, formerly Secretary of State and a former mem- 
ber of the Shipping Board; and C. C. Carlin, Ernest W. Roberts 
and John H. Small, former members of Congress. 'These men, 
the report stated, appeared as counsel in suits or cases in 
which the Shipping Board or Fleet Corporation were involved. 


CARRIAGE OF GOODS BY SEA 
Senator McNary, of Oregon, has introduced a bill (S, 3177) 
providing for uniform contract for the carriage of goods by sea. 


A similar bill was recently introduced by Representative 
Edmonds, of Pennsylvania, in the House. 





EDMONDS URGED FOR BOARD MEMBER 


Representative Edmonds, of Pennsylvania, who has taken 
a prominent part in the affairs of the House committee on mer- 
chant marine and fisheries, is being mentioned for appointment 
on the Shipping Board as a successor to Commissioner Plum- 
mer, vice-chairman of the board, whose term expires in June. 


President Coolidge has generally followed a policy of reappoint- 
ing members of boards. 


MERRILL APPOINTED DIRECTOR 


R. T. Merrill, formerly director of the Bureau of Research 
of the Shipping Board and more recently an assistant to Presi- 
dent Palmer, of the Fleet Corporation, has been appointed dis- 
trict manager of the Fleet corporation’s office at Baltimore. He 
succeeds W. W. Tingle. 


ADMEASUREMENTS OF VESSELS 


Representative Edmonds of Pennsylvania has introduced 
a bill (H. R. 8915) to provide for the establishment in the 
Department of Commerce, bureau of navigation, of a division 
of admeasurements of vessels. The bill provides that the com- 
missioner of navigation shall supervise, administer and enforce 
the laws relating to the admeasurement of vessels through the 
division of admeasurements. 


INTEREST ON CLAIMS 


The Trafic World Washington Bureaw 

The position of the Director-General in the matter of the 
payment of interest on reparation awards was set forth by 
John Finerty and M. G. de Quevado, his attorneys, in arguments, 
April 25, on No. 14514, Shreveport Creosoting Company vs. 
Director-General. That case was used because, among other 
things, it was claimed, it brought into relief the fact that the 
complainant was not always certain as to the amount it had 


_ been damaged. The Railroad Administration men pointed out 


that, in an informal complaint, it contended for a sum based 


on a rate of 25 cents, and later for a different sum based on 
a rate of 41.5 cents. 


At the request of the Commission they agreed to submit 
a supplemental brief putting forth their arguments in more de- 
tail, the argument in connection with the complaint being sum- 
marized because of a desire to treat other phases of the case. 
In the argument the following contentions were made: 


The Director-General contends that he is not liable for interest 
in reparation claims against him and arising under section 206 (c) 
of the transportation act, 1920, for the reasons (1) that in taking 
over and operating the railroads the United States did so in its 
sovereign capacity, as a war measure, without waiving any sovereign 
right or privilege unless plainly so provided, North Carolina Rail- 
road Co. vs. Lee, 260 U. S. 16; Missouri Pacific R. R. Co. vs. Ault, 
256 U. S. 554; Northern Pacific Ry. Co. vs. North Dakota, 250 U. S. 
135; In Re Tidewater Coal Exchange, 280 Fed. 648. In Du Pont de 
Nemours & Co, vs. Davis, case No. 517, of the October Term, 1923, 
decided by the Supreme Court on April 7, 1924, it was stated: 

“It may not have been unusual in cOmmon speech to describe 
the Director-General as a carrier while he was operating the rail- 
roads; but it is clear that he was not intended to be included by 
that term as it is generally employed in acts of Congress. The 
Federal Control Act, c. 25, 40 Stat. 451, repeatedly recognizes a dis- 
tinction between the President—including, of course, the Director- 
General—and the carriers. The first section itself limits the mean- 
ing of the word ‘carriers’ to railroads and systems of transporta- 
tion, which as carriers had been taken over by the President. 

“Accurately speaking, the Director-General was not a carrier, 
but an operator of carriers. The distinction to which we have re- 
ferred constantly appears in the provisions of the act, as for exam- 
ple: ‘The President may, nevertheless, pay to any carrier while 
under federal control an annual amount,’ etc., section 2; ‘On the 
application of the President or of any carrier,’ etc., section 3; ‘Car- 
riers while under federal control shall be subject to all laws and 
liabilities as common carrier,’ etc., section 10; ‘Actions at law or 
suits in equity may be brought by and against said carriers,’ etc., 
section 10; ‘Moneys and other property derived from the operation 
of the carriers during federal control are hereby declared to be the 
property of the United States,’ section 12. 

“In taking over and operating the railroad systems of the coun- 
try the United States did so in its sovereign capacity, as a war 
measure, ‘under a right in the nature of eminent domain.’ North 
Carolina R. R. Co. vs. Lee, 260 U. S. 16; Missouri Pacific R. R. Co. 
vs. Ault, 256, U. S. 554; Northern Pacific Ry. Co. vs. North Dakota, 
250 U. S. 185; In re Tidewater Coal Exchange, 280 Fed. Rep. 648, 
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649; and it may not be held to have waived any sovereign right or 
privilege unless plainly so yee age 

(2) The United States, this case the Director-Genéral, cannot 
be sued without the specific consent of Cmngree and then only for 
such causes as specifically provided for. Geldsmith vs. Revenue Cut- 
ter, 6 Oreg. 250; Stanley vs. Schwalby, 162 U. S. 255, 16 S. Ct. 754, 
40 L. Ed. 960; U. S. vs. Gleeson, 124 U. S. 255, 31 L. Ed. 421; Carr 
vs. U. S. 98 U. S. 433, 25 L. Ed. 209; Hill vs. U. S., 9 How. (U. 8.), 
386, 13 L. Ed. 185; U. S. vs. Clarke, 8 Pet. (U. S.), 436, 8 L. 
1001; The Thomas A. Scott, 90 Fed. 746. 

In Stanley vs. Schwalby, 162 U. S. 255, beginning at the bottom 
of page 269, the following appears: 

“It is a fundamental principle of public law, affirmed by a long 
series of decisions of this court, and clearly recognized in its former 
opinion in this case, that no suit can be maintained against the 
United States, or nst their property, in any court, without ex- 
press authority of Congress. Citing 147 U. S, 512, and also Belknap 
vs. Schild, 161 U. 8S. 10.” 

The text of that decision shows that not even the highest official 
of the government can waive this immunity except by express con- 
sent of Congress. 

(3) The transportation act, 1920, which gives complainants the 
right to file their claims with the Interstate Commerce Commis- 
sion, does not specifically authorize the complainant to sue for in- 
oe nor specifically authorize the Commission to make an award 

érefor. 

The only argument that arises a, sg the position of the 
Director-General is that the transportation act (section 206-C) pro- 
- vides that complainants praying for reparation on account of dam- 

age claimed to have been caused, etc. Damages are of two kinds, 
Nquidated and unliquidated. A claim against the Director-General 
such as this, under the act, is a claim in tort, for an unliquidated 
amount, hence it becomes unnecessary to discuss the question of 
liquidated damages. 

That a claim of this kind is one for an unliquidated amount is 
clear, for under the law the Director-General was charged with the 
duty of collecting, and the shipper of paying, the legally published 
rate. Under the law the Director-General was prohibited from pay- 
ing, and the shipper from receiving, any amount of a claim. To 
determine the amount it is necessary for the Commission to exer- 
cise its administrative and judicial functions in order to determine 
the amount due. What has been said, that a claim of this kind is 
one for an unliquidated amount, finds particular support in the in- 
stant case, for here. the complainant was in doubt as to the amount 
of its claim. From the beginning it asserted its rights, if any, in 
the nature of an informal complaint, the amount specifically prayed 
for was in the sum of (sum omitted). In June 1923, or two years 
and a half after the complaint was filed, complainant changed the 
basis of reparation from 41% cents to 25 cents per 100 pounds, 
thus increasing the claim amount to (sum omitted). 

A claim for reparation under section 206 (c) of the transporta- 
tion act, 1920, is an action in tort. In L. & N. vs. Sloss-Sheffield, 
which was a suit brought to enforce an award by this Commission 
against a carrier, the Supreme Court stated: 

“The suit being one to recover damages for a tort interest was 
not allowed as a matter of law. In such a case the jury, or the 
court, if a jury is waived, may in its discretion allow interest as to 
damage for failure to make payment or reimbursement when it 
should have been made. Lincoln vs. Claflin, 7 Wal. 132; Eddy vs. 
Lafayette, 163 U. S. 456; District of Columbia vs. Robinson, 180 U. 
S. 92, 197. It was permissible for the Commission and the court to 
allow interest on the sums awarded from the dates of the payment 
of the freight charges found to be excessive and unreasonable, and 
to fix the rate of interest so allowed as damages for delay in 
payment.” 

It must be remembered, however, that the case just cited in- 
volved a privately owned carrier and not the Director-General; if 
against the Director-General, neither the Commission, jury. nor the 
court hoe | exercise any discretion for the reason that the law does 
not specifically provide for the payment of interest. In United 
States vs. North American Trading Company, 253 U. S. 330, at page 
336, the court stated: 

“Interest may not be added because section 177 of the judicial 
code, re-enacting section 1091 of the Revised Statutes, declares that: 
‘No interest shall be allowed on any claim up to the time of the 
rendition of judgment thereon stipualting for the payment of inter- 
est.’ Tillson vs. United States, 100 U. §. 48. Congress, in thus 
denying to the court power to award interest, adopted the common 
law rule that delay or default in payment (upon which, in the ab- 
sence of express agreement, the right to recover interest rests) 
cannot be attributed to the sovereign. United States vs. North 
Carolina, 136 U. S. 211, 216. That rule had theretofore been uni- 
formly applied in our executive departments except where statutes 
Agger at otherwise. United States vs. Sherman, 98 U. S. 565, 567-8. 

© rigorously is the rule applied that in the adjustment of mutual 

claims between an individual and the government the latter has 
been held entitled to interest on its credits although relieved from 
the payment of interest on the charges against it. United States 
vs. Verdier, 164 U., S. 213, 218, 219.” ; 


LAKE CARGO CASE 


The Trafic World Washington Bureau 


Resumption of the hearing in the lake cargo coal rate case, 
No. 15007, on April 25 was marked by the return to the wit- 
ness stand of George W. Oliver, cost accountant for the com- 
plaining Pittsburgh association, and C. J. Goodyear, commissioner 
of that association, to complete their testimony and submit to 
cross examination on points not previously covered. 

J. J. Ekin, comptroller of.the Baltimore & Ohio submitted 
observations and criticisms of Mr. Oliver’s testimony, using 
much of April 26 for that purpose. Then H. E. Speaks, general 
manager of the Ohio Central Lines of the New York Central sys- 
tem, spoke of the conditions on that part of the system and why, 
in view of operating conditions, the railroads should not be 
required to change the relationship of the competing coal 
districts. 

No general statement concerning the railroad side of the 
lake cargo coal rate case was made on April 28, when the 
defense was begun. The observations on the testimony of 
George W. Oliver, made by the comptroller for the Baltimore 
& Ohio, were followed by the testimony of actual operating 
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men, who had supervision over the dispatch of the coal from 
the mines to the unloading devices at the ports. ~Four wit- 
nesses of that kind were examined and cross-examined on April 
28, Curtis Higinbotham, trainmaster of the Baltimore & Ohio 
at Wheeling; Assistant Trainmaster Kahle of the same com- 
pany at Newark, O.; Assistant Superintendent Flaherty of the 
Monongahela division, and Assistant Superintendent Fahy of 
the Akron (O.) division. — 

Their testimony pertained to the curvature and gradients 
of the divisions over which the coal moved, the assembling 
of the trains and their breaking up at the ports and placing 
on the high tracks for dumping. It had nothing to do with 
the amount of the rates, ton-miles or anything of the kind 
about which traffic managers and accountants talked in their 
testimony. 

Eight operating men, on April 29, described the physical 
handling of coal cars and trains, telling how they were put 
over the humps in gravity yards, ridden by yard men to tracks 
where they were supposed to be thrown against each other 
with force enough to couple them, but often were not, the 
failure of the riders to “ride ’em solid” requiring the work of 
“snapper” engines to complete the operation by kicking the 
cars with force enough to complete the coupling, and all the 
minutiae of yard work. When the day was done, Mr. Stillwell, 
the attorney for the Pennsylvania who had guided the yard 
men through their testimony, said he had two other witnesses 
to offer ‘before his story was compleite. ‘ 

The men who were called to the stand were: Assistant 
Superintendent Pierce and Trainmaster Pringle of the Monon- 
gahela division; Assistant Trainmaster Kashner of the Wheel- 
ing division; Movement Director Hanst of the Panhandler divi- 
sion; Assistant Trainmaster Haley of the eastern division; 
Assistant Superintendent Triemer of the Cleveland & Pitts- 
burgh division; Car Distributor Kearns of the Erie & Ashtabula 
division and Yardmaster Lostetter of Renovo. 

Facts about physical operations, in getting coal from the 
mines to the lake ports, for transshipment, continued to be the 
feature of the testimony in the case until late on April 30, when 
J. A. McCort, assistant auditor for the Wheeling & Lake Erie, 
put in testimony about costs. He, however, was followed on 
the stand by George Durham, vice-president and general man- 
ager of the Wheeling, who added to the volume about operation. 

Prior and subsequent to their appearance on the stand, 
physical operation testimony was given by V. V. Wood, chief 
ear distributer for the central region of the Pennsylvania sys- 
tem; Noah B. Smith, assistant trainmaster on the Cleveland & 
Pittsburgh division of the Pennsylvania; and D. J. Morris, super- 
intendent of car service on the Wheeling & Lake Erie. He testi- 
fied particularly about the more favorable demurrage rules ap- 
plicable on lake cargo coal to show the service rendered in 
connection with that kind of traffic. Mr. Smith testified par- 
ticularly about the operations at Cleveland, one of the vorts 
where much lake cargo coal is dumped into ships. 


BOX STRAPPING AND WIRING 


The freight claim division of the American Railway Asso- 
ciation is planning a campaign, to last through June, to spread 
the use of box strapping and wiring. The campaign announce- 
ment says that a 100 per cent increase in the use of box strap- 
ping has been an important factor in the reduction of 65 per 
cent in claims for pilferage of merchandise in the last two 
years. It is hoped, through the June campaign, not only to 
increase the prevention of freight claims, but to benefit the 
shippers, since a strapped or wired box, it is pointed out, 
weighs less than the ordinary wood container and so reduces 
freight charges, but its cost, in most cases, is less, due to less 
wood being needed. 

The freight claim division is preparing circulars carrying 
photographs of model boxes and of strapping processes, to be 
distributed to local agents of the railroads. It is intended to 
educate the freight representatives at shipping points to the 
extent that when they are troubled by a certain package, faulty 
in any one of a number of particulars, they can go to the ship- 
pers and suggest what may be wrong or point out the need 
of calling in a box-engineer. While the campaign is on, rail- 
way and shipper meetings will be held, at which there will 
be demonstrations of strapping and wiring devices. 

Data have been compiled to show the large use of contain- 
ers in shipping, and it has been found that five billion con- 
tainers were used in 1922. The cost to the railroads for Te 
cooperage, material, labor, supervision and damage payments 
resulting from the handling of these containers is estimated 
at $11,500,000. In the six months between the fall of 1922 and 
1923, the increase in using metal strapping was 100 per cent. 
In the same period, the average number of containers needing 


- re-cooperage was cut 50 per cent. 





ANOTHER SURCHARGE BILL 


Representative Hull, of Tennessee, has introduced a br 
(H. R. 8881) to eliminate the surcharge on travel in Pullma 
cars. 
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May 3, 1924 


CANADIAN BRANCH.LINES 


The Trafic World Ottawa Bureau 


In the discussion of the branch line program in the House 
this week western members undertook to show the falseness of 
the statement that the eastern part of Canada was paying for 
the western lines, especially those on the prairies. Mr. Ken- 
nedy, member for Edmonton, pointed out that included in the 
western division is a large section of Ontario and that the prairie 
lines have to carry also the expenses of a tremendous amount 
of mileage not necessary to them so far as access to the lakes 
and to the Pacific is concerned. 

“We have also included in this region,” he said, “the un- 
finished Hudson Bay Railway and a line to Prince Rupert that 
is practically valueless until more facilities are constructed at 
the coast. The latter was built far ahead of the needs of the 
country and its maintenance is saddled on the business that 
develops on the prairies.” 

In spite of the costly construction through the mountains 
and around the head of Lake Superior, he said, the prairie prov- 
inces developed so much traffic that they contributed to make 
both the sections named comparatively profitable. He quoted 
operating revenues to show that ‘the net operating revenues 
were higher in the grain-moving months of the year, and also 
those referring to the effect of the Crows Nest Pass agreement 
reductions in 1922 and after. The Crows Nest reductions went 
into effect in the late summer of 1922. The net operating rev- 
enue for that year until the end of August was not over $2,900,- 
000. In September it jumped to $4,500,000, and in October to 
$7,700,000, almost 25 per cent. On the Canadian National in 
1921 there was an operating loss running from $400,000 to $3,- 
500,000 from January: to the end of July, but the following four 
crop moving months showed a profit. In 1922 there was a con- 
stant increase in gross revenue from January to December. The 
effect of the figures above quoted and those for 1923 were de- 
clared by Mr. Kennedy to be that the operating revenues existed 
in proportion as the grain business increased in volume. 

“I want to say,” he continued, “that that is my answer to 
those who say the western roads are not paying their share of 
operating costs and it is also the answer to thosé who say the 
Crows Nest rates on grain are unfair to the~rest -of- Canada.” 

Referring to the statement of Mr. Marler that the Canadian 
Pacific finances the railway on its own credit, and that itis not 
in the same sense that the Canadian National is, a charge. against 
the Dominion, he said: 


For my. part I cannot see any difference in the Canadian Pacific 
spending $20,000,000 in constructing a railway and: the Canadian Na- 
tional acting likewise. There may be a technical difference, but no 
actual difference as the people of Canada have to pay for both. I 
have referred before to a statement of the Board of Railway Com- 
missioners wherein they say that the Canadian Pacific is going to 
have such rates as will enable it to pay its dividends. Now, whether 
it is a case of this parliament undertaking to meet the obligations 
of the Canadian National system, or whether it is a case of the obliga- 
tion of the Canadian Pacific being met by parliament through the Board 
of Railway Commissioners, the result is the same—it is the people 
who pay the freight rates, and in the last analysis there is prac- 
tically no difference between them. So long as this order continues, 
there is every reason why we in this parliament should demand every 
particle of information regarding the construction of Canadian Pa- 
cific as well as Canadian National branch lines. 


In commenting on this, Arthur Meighen, leader of the op- 
position, said: 

With the control now exercised by the government, or more di- 
rectly by the Railway Commission, over rates, the other great railway 
system (the C. P. R.) becomes a public service and a national cor- 
poration, compelling the people to take-an almost equal interest in 
the cost of its operation and everything connected with its manage- 
ment, as in the case of the National Railways. There is a distinction, 


— _ a vast one. It is not a distinction that in earlier times pre- 
vailed. 


After stating that he did not think the figures brought down 
by the government as to profits on the railways were correct, 
Mr. Meighen criticized the former speaker’s deductions regard- 
ing the profitableness of the western divisions as shown by crop 
movements. He said it might, be true that the Grand Trunk 
Pacific was an unnecessary western outlet, but he was dealing 
with the relative burden, and if the Transcontinental did not 
carry freight that would otherwise go by the more direct route 
into the populated part of Central Canada, the Joss on it would 
be terrific. The unnecessary mileage in the center bore down 
as heavily there as the unnecessary mileage in the west, and 
the same could be said of the Maritime Provinces. On the same 
principle, you could not.tax any division with its loss; but the 
trouble was that the government must tax them and sustain 
the road. To take the returns month by month and finding that 
gross returns increase during the grain crop was only what one 
Must expect. Those were the months when the business was 
carried on. If grain could be shipped out of the west every 
month as fast as it is shipped in October, a much lower rate 
on grain could be afforded, but it was just because the traffic 
‘Was of a seasonal character that the rate could not be put down. 
There had to be maintenance the year. round in order to take 
care of the great rush of grain traffic in the two or three months. 


Said he: 


. 
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I have talked to railway men both on the Canadian Pacific and 
Canadian National and I Know that there are times, especially in 
the cold weather, during which all grain is carried at a loss and 
necessarily so. But as against that, there is a profit during the 
rush season, and the whole thing has to be levelled up on that basis. 
I do not think I am breaking any confidence when I say that the 
claim as to loss is not confined to one railway. The other railway 
still claims that grain had been carried from the province of Al- 
berta throughout the entire year at a loss. It seems to me that 
these returns do indicate that the west, at least, has no reason 
to complain and there is no reason to say to Parliament, “you have 
been unjust to us.” 


° . 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN i 








: insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10- 
words to the line; numbers and abbreviations counted as H 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


WANTED—Salesman having some traffic experience to sell traffic 
service, freight auditing, etc. art or full time. Commission basis. 
Box 1049, Harrisburg, Pa. 


Believing joint traffic representation would be 








rofitable to com- 
gererey. small roads of less than one thousand miles, an important 
outhwestern line would like to join two other noncompeting roads 
situated in any paet of the country in joint commercial agencies 
in St. Louis, Chicago, Detroit, Pittsburgh and perhaps other im- 
persene shipping centers. Where one of interested roads already 
as representation, agency could be made joint and new agencies 
established at other points. 
described to increase traffic representation 
crease in expenses. Address H-25, care Traffic World, Chicago, Il. 


POSITION WANTED—Competent Traffic man desires good con- 
nections, industrial or railroad; can produce results. Address Box 651, 
Traffic World, Chicago, Il. 





WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. N 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 
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COLUMBUS 


FOR CE STATES 


MERCHANDISE WAREHOUSES 
Located best te serve as your warehouse. Pool car distribution—store deer delivery. 


TheidlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


S$$SSSSSSSSSSSS 
GET THEM 


before old age gets you. 
You can do it through my course in 


Scientific Traffic Management 


the short road to success. 


ACTUAL PRACTICE | -_ CARRIERS’ TARIFFS 
COMMISSIONS’ PUBLICATIONS 
GEO. A. RAUTENBERG, Director ; 
COLLEGE OF ADVANCED TRAFFIC 


Harrison 8650 608 South Dearborn Street, CHICAGO 
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RATES ON APPLES 


The Trafic World Ottawa Bureau 


In the course of the budget debate, E. W. Robinson, mem- 
ber for Kings, Nova Scotia, gave some figures regarding the 
variation on freight rates on apples since 1919. He said it cost 
as much to send a barrel of apples to Montreal from Nova 
Scotia as to Liverpool. In 1919 the ocean rate from Halifax 
to Liverpool was five dollars a barrel. The price in Liverpool 
dropped and the Nova Scotia growers, who export about two 
million barrels a year, stopped shipping. The steamship com- 
panies then reduced rates of their own accord to $3.25 a barrel. 
The Nova Scotia shippers’ associated decided to approach the 
steamship companies to find out if they could get the rate fur- 
ther reduced. : 

“The strange part of the matter is,” he said, “that they had 
to go to the city of New York in order to find out about freight 
rates on apples from one British port to another in a British 
bottom. They met the North Atlantic Conference, Eastern Board, 
amd got a reduction in the rate to $1.10 a barrel by simply 
threatening that, if the freight rate was not reduced, they would 
hire Norwegian tramp steamers and fit them up as freight boats.” 


CANADIAN INTERCOASTAL RATES 

Following the establishment of a Canadian customs - officer 
at New York, Canadian railways are prepared to establish a 
rate covering commodities from Ontario to St. John and Halifax 
for transshipment to the Pacific coast equal to the one from 
Ontario to New York. The attitude of the government has been 
opposed to removing the restriction of the registry of vessels 
that may clear through the New York office to British Columbia 
ports and obtain advantage of the through ratings. At present 
the only cargoes that may be shipped from eastern Canada 
through New York in bond are those to be carried on boats of 
British registry. The Vancouver Board of Trade is endeavoring 
to have the government change its attitude on this matter. 
There will be a service of at least one boat every fifteen days 
from-eastern Canadian ports to Vancouver. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 


Canadian railways are looking forward to a year of good 
business. Car loadings seem to justify this optimism. For 
March there was an increase of 56,029 carloads over the cor- 
responding month last year, a gain of 24.4 per cent. Since the 
first of the year the betterment has amounted to 86,804 carloads. 
For the first two weeks of April the number of carloads was 
107,013, as compared with 100,675 for the same period in 1923. 
In the west, forest products, merchandise and miscellaneous have 
shown considerable activity, while the shipments of grain have 
exceeded those of last year. In the eastern part of Canada the 
movement has been more or less general, with merchandise, 
lumber, pulp-wood and pulp leading. The volume of merchandise 
in less-than-carload lots, which has made up nearly thirty per 
cent of the total for the past six weeks is indicative of greater 
mercantile activity than prevailed last year. 

Considerable more merchandise is being moved from east to 
west. Railway men are convinced that a revival is developing 
in the western provinces, and that the east also is sharing in the 
activity. Navigation is now open on the St. Lawrence, and thai 
will have an appreciable effect on railway traffic to and from 
the west. The volume of all merchandise handled by the rail- 
ways this year has been much larger than last. Traffic men 
state that the uncertainty regarding the budget, which was 
recently brought down, has been adversely affecting railway 
business. That being now settled, it is predicted that a free 
movement of building materials will begin immediately, but 
this may possibly be offset by shorter haul freight movements 
in view of the effect of the new tariff on certain factory prod- 
ucts, such as agricultural implements, which are likely to come 
in from the United States in greater volume as a result of 
the lowering of the tariff. 

The railways report a large volume of British-made boots 
and shoes as well as woolens being brought into the Canadian 
market this year. A movement is now on foot to endeavor to 
increase railway taxes, particularly in Ontario and Quebec. The 
taxes paid by Canadian railroads in recent years are given 
elsewhere in this issue of The Traffic World. 

The average number of loaded cars per train has increased 
greatly in Canada in recent years. During the grain move- 
ment last autumn a train of 125 cars was moved in Saskatche- 
wan, over a mile long and carrying 185,000 bushels of wheat. 
In the week ended April 19 there were 50,544 cars of reve- 
nue freight loaded, as compared with 53,091 the previous week, 
a decrease of 2,547, or 5 per cent. The largest decreases 
were in the eastern division in merchandise, 1,258 cars and 
pulpwood, 1,254 cars, but lumber and other forest products also 
showed decreases. In the western division coal loading con- 
tinued light, but grain loading showed an increase of 1,678 
cars, due in part to the removal of restrictions on grain for 
Fort William and Port Arthur on April 10. The holiday on 
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Good Friday reduced the loading totals. Compared with the 


corresponding week last year, there was a reduction of 2,414 
cars, 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 


RAILWAYS 
EASTERN CANADA 


For the Week Ending, 
1924 ——_—______, 





‘ 











Apr. 5 Apr. 12 Apr. 19 
Commodity : Cars Cars Cars 
Grain and Grain Products............:... 1,800 1,583 1,482 
UO PEOPLE. oc ste's seb tore evar csaichceees 1,179 1,111 976 
oo RR eres Stile ce tg bods vases 4,240 4,675 4,576 
SR cok Eco ink +h ghikes SO9 GEAR ee tbe bides 218 171 108 
I ig iad cross rice) Bers Cua ee ee bails Welt 2,867 3,156 2,559 
PUI 3A Sik ore SA inde so 90h. bd cen bis 0 aed ode 3,591 3,216 1,962 
Se BR ert Eee ears eee ere 1,812 1,862 1,796 
Other: Forest “Products. ......c.ccccscccse 1,219 1,233 1,064 
WU. oasis aston nips ke whe os 60h vee CURES FAS 584 872 654 
Merchandied. + 3s.-C. Easiccccsicieccecctese 11,622 11,578 10,320 
DRADCOHANGOUG = os ais os Seek eivic be Sted dee F < 8,853 
Total, Care. TAMOS occas vavesossenees 38,017 38,428 34,350 
ot a + pater ag ete Sewer 32,761 32,234 31,597 
ota ars aded for Corresponding 
Weelk, 1928 ...icieccccecsewsvense 33,226 37,469 37,476 
WESTERN CANADA 
Grain and Grain Products................ 3,807 3,863 5,541 
RN EINE, i ssace aha oacaes Vv deinelg + 8ceiek aas 1,192 1,213 985 
wo ae PRR ERAS 8 aes ree 1,502 957 712 
Sa acl lak 30s Oe eb ba css dirc-wdeh waloebiere 44 5 2 
MAMI 5, ok piceli Gd viece b v'disicle wd e'b eee’ 977 1,188 1,233 
I ah ho alee Sk Sai Ramee oe ea bee 159 157 190 
I cn nak Ve cul ne aiplerseurh outs ts 107 71 89 
Other Forest Products .......cccscecccves 1,888 1,467 1,614 
CN pi Re. Kaetecl. os cidie dey 04 pasties Soe eas 518 439 546 
pT TE So ae Pe epee 3,710 3,521 3,568 
CIE vinlig 6 SiS cage osmss ease eyes 2,001 1,780 1,714 
Total: Gorn: Teo Scie dvs csvee eevee 15,905 14,663 16,194 
Total Cars Received from Connections 2,932 a i 
Total Cars Loaded for Corresponding . 
WGC, TORE hice cwsidoccwescceeiucs 14,604 15,276 15,482 
. TOTAL FOR CANADA 
Grain and Grain Products..............6. 5,607 5,446 7,023 
Dee ME bk 30s Ree eso sites tances 2,371 2,326 1,961 
IES. Sace.ats piso el eb Ads ama@ee sc Ake oeeaeite 5,742 5,632 5,288 
NI sins “aia dota 0. ia chk e's vio-acateiine eptepela eae ag ene OTe 262 176 110 
pO Ree sare | 2d a a Ferret ae 3,844 4,344 3,792 
ee rr reir err ee 3,750 »373 2,152 
I bach 0a 0 60 mewn e800 fe uted-s tt aes Ls 
Other Forest Products ..........0eeeeeeee ; ‘ E 
OE vet bie dim FOL euGa wang Ch alep wns ese veeeboeee wie éz’ens an 
Merchandise, Li. C. Ln ..... cc ccccscccces . d ¥ 
NII, « 0.0:dinra che'4.0,000 oid ec cen wom pee met 10,886 10,751 10,567 
Total Cars Loaded ......csscccccccees 53,922 53,091 50,544 
Total Cars somevet ang Comes 35,693 34,986 34,173 
Total Cars Loaded for Corresponding 
OME, EEE sivcsevesigcnscsiccegees 47,930 52,745 52,950 
Cumulative Loading to Date, 1924........ 836,992 
Cumulative Loading to Date, 1923........ 762,613 


AUTOMOBILE TRAFFIC 


A traffic bulletin issued by J. S. Marvin, manager of the 
National Automobile Chamber of Commerce traffic department, 
says: 


1. March shipping will total 54,286 carloads, 41,545 driveaways 
and 500 boat. 

2. This indicates total production of 378,000 passenger cars and 
trucks by. all makers, exceeding the previous March record made 
last year by 7 per cent; production that month was 355,030. 

8. An increase of 4 per cent over February is shown; last year 
March increased 28 per cent over the February production of 276,934. 

4. Adequate freight car supply was maintained, resulting in rec- 
ord number of carloads handled by railroads during any one month 
and fewer driveaways than in March, 1923, and February, 1924. 

Factory shipping figures for all manufacturers are: 


arloads Driveaways Boat 
1924 1923 1924 1923 1924 1923 
Ds re 46,438 35,228 41,483 30,031 1,024 728 
po err 52,214 36,16 42,584 43,613 427 882 
BROMO. cevic cic tsi *54,286 44,98 *41,545 62,988 *500 1,908 


* 7 estimated. 


. Bad order locomotives 19.1 per cent March 15, an increase 
from 17.5 March 1 


7. Bad order cars 7.3 per cent March 15, a decrease. from 7.5 
per cent March 1. ; f 

. Car surplus 248,301 week ending March 29, an increase 0 
35,208 over previous week. Shortage increased to 364. r 

9. Revenue car loadings, week ending March 29, 907,548; 9% 
decrease of 1,103 from the previous week and a decrease of 28,7. 
from the same period last year; increase over 1922, 85,740. 


TELEPHONE OPERATING INCOME 


Operating income of 70 large telephone companies reporting 
to the Commission totaled $10,998,120 in February, a decrease of 
$775,166, or 6.6 per cent, as compared with February, 1923. 
For the two months ended with February the income was $22, 
683,006, a decrease of $747,628,.or 3.2 per cent, as compar 
with the same period of 1923. The number of company stations 
in service at the end of February was 11,522,814, an increase of 
863,761, or 8.1 per cent, over February, 1923. 
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r ‘Ninety-five per cent 


al aa per cent of a railway is 
"men. 


The New York Central Lines have $1,800,000,000 
worth of tracks, stations, yards, terminals, signals, 
engines, cars, shops and all the other material 
things that go to make up a modern railway. This 
vast investment is spread over 12,000 miles of lines 
in twelve States and two Canadian Provinces. 


But this great steel network, with all its facilities 
for the efficient transportation of freight and pas- 
sengers through the heart of industrial America, 
e would never have earned the title of “America’s 
greatest railroad” without-the loyal service of 





: Px WORKS generations of New York Central men. 
NTS New York Central men have made New York 
“saat Central service what it is today—the standard of 


American railroad operation. 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY~MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH & LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ests of National 
ystem, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Contracts Limiting Carrier’s Liability for Goods Lost in Transit 
Must Be Express; In Absence of Receipt or Bill of Lading, 
Carrier Transports Goods Under Common-Law Liability: 
(Court of Appeals of Georgia, Division No. 2.) Contracts 

limiting a carrier’s liability for goods lost in transit must be 

express, and knowingly and understandingly made between the 
parties. See, in this connection, American Railway Express 

Co. vs. Daniel, 29 Ga. App. 780, 116 S. BE. 660; Adams Express 

Co. vs. Croninger, 226 U. S. 491, 33 Sup. Ct. 148, 57 L. Ed. 314, 

44 L. R. A. (N. 8S.) 257. Where a carrier seeks to limit its 

common-law liability for loss or damage to goods in transit, 

it must do so by an express agreement made at the time of 
the receipt of the goods from. the shipper. (Where goods are 
received for shipment by a carrier and no receipt or bill of 
lading is at the time delivered to the shipper, but the goods are 
received for shipment without any express agreement between 
the carrier and the shipper, and the carrier voluntarily accepts 
the goods for shipment, it undertakes to transport them under 
its common-law liability—American Ry. Express Co. vs. Estroff 

et al., 121 S. E. Rep. 711. 

Subsequent Delivery of Receipt or Bill of Lading Limiting 
Common-Law Liability Held Not Binding On Shipper: 

A delivery afterwards by the carrier to the shipper of a 
written receipt or bill of lading purporting to have been 
issued as of the date of the shipment, and containing stipulation 
limiting the carrier’s common-law liability, and a retention of 
the receipt or bill of lading by the shipper, will not, in the 
absence of an express agreement by the shipper assenting to 
its terms, or an agreement implied from a previous course 
of conduct between the parties, render the stipulations binding 
on the shipper as being a part of the contract between the 
parties. This is true even though such receipt or bill of lading 
was delivered to the shipper at the latter’s request, since it 
cannot be assumed that the shipper, in requesting of the 
carrier a written receipt evidencing the contract between the 
parties, thereby consented to a waiver of the shipper’s rights 
under the implied agreement which arose between the parties 
at the time of the carrier’s acceptance of the goods for ship- 
ment. See, in this connection, 1 Hutchinson on Carriers, Sec. 
416.—Ibid. 

Exclusion of Defense Limiting Carrier’s Common-Law Liability 
Not Error: 

In a suit by the shipper to recover of the carrier damages 
for the loss of goods shipped while in transit, where the carrier 
based its defense upon an alleged special contract in writing, 
limiting its liability, and where it appeared that the contract 
offered in evidence by the carrier in support of its plea failed, 
under an application of the above rulings, to constitute a valid 
agreement, the trial judge did not err in excluding this de- 
fense.—Ibid. 


Erroneous Admission of Evidence Held Harmless in View of 

Admissions: 

Admission of evidence of the plaintiff to the effect that he 
had visited the office of the defendant at the place of destina- 
tion and there conferred with the employes of the defendant, 
who informed him that there were no records of the office 
showing a delivery to the consignee of the goods shipped, even 
if the court erred therein for the reason that it did not appear 
that it was the duty or custom of the defendant to keep such 
records, was harmless to the defendant, since the defendant 
admitted that the goods shipped were lost in transit and not 
delivered to the consignee.—Ibid. 


Shipper Held Entitled to Recover True Vaiue of Goods Lost 

In Transit: 

This being a suit in trover for an alleged conversion of the 
shipment by the defendant, and it appearing from the evidence 
that the goods, after having been delivered to the defendant 
for the purpose of transportation and delivery to a consignee, 
were neither delivered to the consignee nor returned to the 
consignor, the verdict for the plaintiff, in an amount equal 
to the true value of the goods as proved by the evidence, was 
authorized.—Ibid. m 
Carrier Held Negligent In Handling Potatoes After Arrival at 

Destination: 

(Supreme Court of Wisconsin.) A carrier of seed potatoes 
from Wisconsin to New Orleans, where it piled them in a 
solid mass in an open shed without ventilation between the 
sacks, in consequence of which they became wet, mouldy, 


and unfit for seed by the time the consignee was required 


to accept and remove them, held negligent; a carrier being 
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held to knowledge of the proper method of handling and storing 

a commodity which it accepts for shipment—Kuney vs. Chi. 

cago & N. W. Ry. Co., 197 N. W. Rep. 708. 

Evidence of Contract Price Some Evidence of Value for Neg. 
’ ligent Storage After Arrival: . 

Evidence of the contract price of seed potatoes, rejected by 
the consignee, as unfit, is some evidence of the value thereof, 
in an action against the carrier for negligence in storing them 
after their arrival in good condition.—Ibid. 

Consignor’s Damages from Negligent Storage of Potatoes After 

Arrival at Destination Held for Jury: 

Eyidence of the contract price of potatoes marked as seed 
potatoes when delivered to the carrier, the retail value of food 
potatoes, and the market value of the particular potatoes for 
food by reason of their sale by the carrier after rejection by 
consignee and an offer of purchase to consignor, held sufficient 
to take the question of the latter’s damages to the jury in his 
action against the carrier for negligent storage of the potatoes 
after their arrival in good condition, though he did not notify 
defendant that they were shipped under a contract for seed 
potatoes.—-Ibid. 

Recovery for Negligent Storage of Potatoes at Destination Held 

Not Inhibited by Federal Law as Discriminatory: 

A judgment against a carrier for damages to a consignor 
from negligent storage of potatoes after their arrival at the 
port of destination in another state in good condition held not 
ae as creating a discrimination inhibited by federal law— 
Ibid. 

No Liability for Loss of Poultry in Car Partly Loaded: 

(Court of appeals of Kentucky.) A carrier was not liable, 
upon its common-law obligation as insurer of freight, for loss 
of poultry stolen from a car not completely loaded and in 
custody and control of the shipper, and before shipping direc- 
tions had been given or bill of lading issued—Peter Fox & 
Sons Co. vs. Louisville & N. R. Co. et al., 259 S. W. Rep. 37. 
Statements of Employe Not Admissible to Show Negligence: 

Statements of watchman of railroad to a third party that 
he was asleep and not on the job when thieves broke into a car 
and stole plaintiff’s shipment, were not admissible in evidence 
to show negligence of the railroad, where made many hours 
after the robbery, since, to be admissible, statements of an agent 
or employe must be made at the time of the transaction or at 
the time the thing under consideration occurred or so near 
thereto as to make them a part of the transaction itself, that 
is, res geste.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


from Re ers and Digests of National Reporter 


(Digests taken port 
System, published by West ee ed Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Railway May Be Required to Stop Interstate Trains at Par- 
ticular Station: 

(Supreme Court of Appeals of West Virginia.) A state 
may, by legislative enactment or through the instrumentality 
of its public service commission, require a railway company to 
stop its interstate trains at a particular station when adequate 
local facilities so require—Mackubin vs. Public Service Com- 
mission, 121 S. BE. Rep. 781. : 
Findings of Public Service Commission, Supported by Sufficient 

Evidence, Not Disturbed: 

Findings of fact by the public service commission, when 
based on evidence to support them, will not be disturbed by 
this court.—Ibid. 

Public Service Commission’s Order Discontinuing Stops of 
Through Trains Held Binding on Court: : 
Where the facts found by the public service commission fail 

to show that a railroad station is not adequately served by local 
trains stopping there, though the stopping of through trains 
may be more convenient to the public traveling to and from 
such station, this court will not suspend the oorder of the com- 
mission authorizing the discontinuance of such stops or refusing 
to direct such trains to be stopped at such station.—Ibid. 

Statutory Provision Penalizing Receipt of Excess Fare Held Ap- 
plicable to Fare Originally Fixed by Director-General: 
(Supreme Court of South Carolina.) Civ. Code, 1922, se 

4848, forbidding a carrier to receive excess fares under a penalty 

fixed by section 5006, held applicable to an excess fare paid oD 

February 27, 1921, though the legal.rate for the ticket in ques 

tion went into effect by virtue of orders of the Director-General, 

and has been continued in force by transportation act, 1920, 

sec. 208 (U. S. Comp. St. Ann. Supp. 1923, sec. 10071144), 4 

under section 200 (section 10071%4aa) state jurisdiction ove 

intrastate rates was restored except as limited by sections 208, 

416 and 422 (sections 1007114d, 8581, 8588a), in view of inter- 
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Matting worth $100,000—a single So Japan via the 
Admiral Oriental Li 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


This American operated line is well equipped to handle ship- 
ments for American shippers, both export and import. 


It is a well-established fact that these vessels traverse the 
shortest and fastest route to the Orient. Freight is handled 
with facility and ease on both ends of the line by reason of 
the superior equipment of the vessels. 


Six transcontinental rail lines are available for rapid transship- 
ment of cargo across the continent without any loss of time. 


Frequent, dependable sailings to North and South China and 
the Philippines; modern refrigerator service; lowest insurance 
tates; highest marine classification; all make this an especially 
attractive service for American shippers. 


Outward Sailings from Seattle 


"PRESIDENT JACKSON... .........cccseccevded May 8 
EDs sbi Pee OES 5S. SOA. May 11 
*PRESIDENT JEFFERSON................... May 20 
TPR UTE bs. coc ccc pneeccec ne cnt June 1 
ET YE Me a nikmioik ssc cvcnerececceds June 8 
*PRESIDENT MADISON....................- June 13 


* Combination freight and passenger, length 535 feet, 21,000 
tons, speed 20 knots. Through bills of lading issued to destin- 
ations beyond regular ports of call. 

** Cargo berth service to Peng Kobe, Vladivostok, Dairen, 
Tientsin (Taku Bar), Tsingtao, Shanghai, Foochow, Amoy, 
Swatow, Manila, Cebu, Iloilo. : 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739 
New York—17 State a Phone Bowling Green 9234. 
Detroit—Dime Bank Buil 
San Francisco—Robert Doles Building. 
los Angeles—429 Pacific Electric Building. 
Portland—424 Railway Exchange Building. 
Seattl——409 L. C. Smith Building. 





















L. L. BATES, General Freight Agent, Seattle, Wash. 


DMIRALORENTAL ||NF 


MANAGING AGENTS 
U.S.SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
























Joint Service With 
Hambarg-American Line 


NEW YORK TO HAMBURG 


*THURINGIA ......... May 8 ‘*RELIANCE ........... May 27 
fMOUNT CLAY........ May 10 *DEUTSCHLAND ...... May 29 
*ALBERT BALLIN ...May 15 {CLEVELAND ........ June 3 
THANBA ©... ccccccecces. May 20 *RESOLUTE .......... June 10 


¢Cabin and 3rd Class Passengers. ‘*ist, 2nd and 3rd Class. 
Leading Pier 86, North River, Foot of West 46th St. 
BOSTON TO BREMEN AND HAMBURG 


EMDEN (via Phila., Baltimore & Hampton Roads)........ May 23 
LEGIE (via Phila., Baltimore & Hampton Roads).......... June 13 ~ 
FURST BULOW (via Phila., Baltimore & Hampton Roads) July 3 


PHILADELPHIA TO BREMEN AND HAMBURG 


FURST BULOW (via Baltimore & Hampton Roads)....... May 5 
EMDEN (via eo tea & Hampton Roads)............... May 28 
LEGIE (via Baltimore & Hampton Roads)................. = "= 





BALTIMORE TO BREMEN AND HAMBURG 


FURST BULOW (via Hampton Roads).............seeee0: May 10 
EMDEN (via Hampton Roads).............scccecsecsceece June 3 
LEGIE (via Hampton Roads).............ccccecccccescess June 23 
FURST BULOW (via Hampton Roads)................0+-: July 13 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD 22. cc ccccccvccccccccccccecscccse ds Middle of June 





ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 





Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore — York Savannah 
MOUNT CARROLL she cesie May 10 May 14 May 19 
nw ae.00 406.000 seas May 24 SS ear een 
PETER BE Re ea June : June 7 June 11 
| ES een eee June 1 ‘ Same = eee sede 


* Discharges direct tt Everett, Wash. 


Through bills of lading issued to Hawaiian Islands, Cnanivesat 
at Les Angeles Harbor without transfer charge, also to all ports 
- a Oregon, Washington, British Columbia, Alaska and 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


’ WESTERN FREIGHT OFFICE: 


ee 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

BALTIMORE....... bodes cvseceubccosicsciéscuc Hearst Tower Bidg. 

PITTSBURGH. ........0ccececceees «+4128 Jenkins Arcade Bldg. 

eM nk00.0o4snyoec cebbeecovesséagdes odee eee 201 Mitchell Bldg. 

SAN FRANCISCO...........--ee0. phnanseannnaa 230 California St. 


AGENTS: 
ac! cha. dind-« moe 9 +a pied Wenn aa sehen John M. Born 


ee sia n'es's .5ogic bo eehcihenccesseeres Cc. H. Sprague & Son 
Los oo AER ot Ret: ee pe Los Angeles 8.8. Co. 





SPCR REET ETE SEE SED EH EH EEE OS 
POP TCHS EEE EEE BEE E SESE SEES 


SSCS S SHEESH HEHEHE EEE SESE EES EEEEE 
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state commerce act, sec. 1, as amended by act Feb. 28, i920 

(section 8563).—Brown vs. Seaboard Air Line Ry. Go., 121 S. E. 

Rep. 669. 

Failure to Place Cars on Parts of Spur Track Where Unloading 
Would Have Been Possiibie Held Not to Prevent Demurrage: 
(Supreme Court of Wisconsin.) That carrier, on learning 

that loaded ones were occupying a portion of defendant’s spur 

track upon which prior shipments had been unloaded, did not 
offer to place the incoming cars upon other parts of defendant’s 
spur tracks where unloading would have been possiible, held 
insufficient to prevent demurrage, where consignee was promptly 
informed that carrier considered its use of the spur track as 

inability to receive new shipment.—Chicago, St. P., M. & O. 

Ry. Co. vs. New Dells Lumber Co., 197 N. W. Rep. 713. 

Carrier’s Notice to Consignee Held Constructive Placement so 
as to Start Demurrage: 

Where consignee’s regular unloading track was occupied by 
loaded cars which were being used as a ballast during a flood, 
a notice by carrier, of the arrival of other cars and of inability 
to deliver them because of inability on the part of consignee 
to receive them, held a constructive placement of the incoming 
cars, so as to start demurrage under a rule by which the con- 
signee had agreed to be bound.—lIbid. 

Actual Delivery of Cars by Carrier Held Constructive Placement 
‘Without Notice: 

Under railroad’s rules,.made part of agreement between 
carrier and consignee, held that, where consignee’s regular un- 
loading track was occupied by loaded cars used for ballast 
purposes during a flood, carrier could make constructive place- 
ment by actually delivering the incoming cars at other points 
in consignee’s yards instead of giving notice, but that the option 
belonged to it and not to the consignee.—lIbid. 

Contract to Furnish Free Service to Certain Subscribers Invalid 
as Discrimination: 

(Supreme Court of Pennsylvania.) A contract by a tele- 
phone company to furnish free telephone service to certain 
customers for a limited time would be invalid as a discriminatioa 
under act July 26, 1913, art. 3, sec. 8-a (Pa. St. 1920, sec. 18(99). 
—Pittsburgh & Allegheny Telephone Co. vs. Stinson Printing 
Co., 1238 Atlantic Rep. 818. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R: 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Evidence Held to Establish Carrier’s Negligence As Warehouse- 
man: 


(Supreme Court, Appellate Term, First Department.) Evi- 
dence that, after defendant had transported plaintiff’s case of 
cigars it placed them on the pier, where they were damaged 
by water during an ordinary storm, the defendant not iaking 
any precautions to prevent the water from reaching the cigars, 
held to establish defendant’s liability as warehouseman.— 
United Cigar Cigar Stores Co. of America vs. Middlesex Transp. 
Co., 203 N. Y. S. 530. 


Agreement Assigning Hire of Vessel Held to Create Obligation 
to Pay Charter Hire,-and Unambigiuous so as to Preclude 
Admission of Surrounding Circumstances: 

(Supreme Sourt, Appellate Division, Second Department.) 
An agreement assigning the hire of a vessel to defendant 
company, in consideration of defendant’s agreement to pay the 
charter hire in advance directly to owner, providing that in 
case the amount advanced should exceed the money due by 
charterer owner would refund same, held to be a direct unam- 
biguous obligation of defendant to pay charterer hire, and not 
an agreement for a loan, and evidence of surrounding circum- 
stances was therefore properly excluded.—Susquehanna S. S. 
Co., Inc., vs. A. O. Andersen & Co., Inc., 203 N. Y. S. 569. 
Abandonment of Charter While Vessel on High Seas Held Un- 

justifiable: 

Where, under a charter of a vessel providing for redelivery 
to owner in New York, the corporate assignee of the hire took 
possession of the vessel for the remainder of the charter period 
under the terms of the original charter for the account of 
whom it might concern to reduce loss, held, that it was bound 
to redeliver the vessel to the owner in New York, and its 
abandonment of the charter while the vessel was on the high 
seas because of disputes as to charter money, was unjustifiable 
ee owner in taking possession and suing for damages. 


On we Abandonment, Charter Owner Bound to Protect 
essel: 

Where a charterer for reasons good or bad abandons the 

charter while the vessel is on the high seas, the owner is 
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bound, on receiving notice thereof, to take steps to protec 
the vessel.—Ibid. 
In Absence of Request or Objection, Finding of Fact Held Not 

Reviewable: 

A finding as to the cost of coal to the owner of a vesse] 
on abandonment of the charter by the assignee thereof could 
not be reviewed on appeal, in the absence of objection or request 
to submit to the jury the question of such cost.—lIbid. 
Agreement to Pay Charter Hire Direct to Owners Held Not 

Ultra Vires: ‘ 

A contention, that an agreement by corporate assignee 
of the hire of a vessel to pay the charter hire direct to owners 
in advance was ultra vires, held untenable, where such corpora- 
tion was engaged in the business of chartering steamships, 
as shipowners and broker.—lIbid. 


Evidence That Contract Did Not Express Agreement Held 

Properly Excluded: 

Though under Civil Practice Act, Sec. 8, there is only one 
form of civil action, and under section 262 defendant’s answer 
may set forth defenses and counterclaims, legal and equitable, 
where no counterclaim for reformation of an agreement was 
pleaded, arid the action was called for trial as an action at 
law before the court and a jury, without any application for 
amendment of the answer, in the absence of fraud, evidence 
that the contract did not express the agreement was inadmis- 
sible as a defense.—Ibid. 


Appeal Held Academic and Should Be Dismissed: 

Where, prior to the argument of an appeal, plaintiff paid 
defendant the cost and damages in full settlement of a former 
action pending, held that, in view of the denial of the previous 
motion to dismiss the complaint on the ground of pendency 
of the action and because of orders discontinuing the former 
action, the action was not pending and was no defense.—lIbid. 
Libel for Value of Oil Lost in Transportation Held to be on 

Contract: 

(District Court, W. D. Washington, N. D.) A libel to re: 
cover the value of oil lost in transportation held clearly an 
action on contract of shipment, and not in tort.—The Elbridge, 
Jardine, Matheson & Co. vs. United States, 295 Fed Rep. 696. 
Bill of Lading Stipulation, Limiting Time Within Which to 

Present Claim and Bring Action Held Valid, If Reasonable: 

A stipulation in a bill of lading limiting the time within 
which claim for loss or damage shall be presented, and within 
which actions may be commenced, is valid, if reasonable, and, 
unless good reason for delay is given, is binding.—Ibid. 
Action Commenced 117 Days After Discharge Held Barred: 

/Under a bill of lading stipulation that actions for loss or 
damages must be commenced within 40 days of discharge, an 
action commenced 117 days after discharge was barred.—lbid. 
Charter—Effect of Difference Between Charter Party and Bill 

of Lading: 

(District Court, W. D. Washington, N. D.) The general 
rule that, as between vessel owner and charterer, when the 
bill of lading does not conform to the charter party as to the 
rate, the former must yield, is subject to exception, where 
there is proof that the parties intended thereby to make a new 
agreement.—United States vs. Fisher Flouring Mills Co. et al., 
295 Fed Rep. 691. 


Allegation In Answer In Action On Bond Held Pertinent: 

In an action on an injunction bond, an allegation in the 
answer that the injunction was issued too late to have any 
operative effect held pertinent, at least on the question of 
damages.—Ibid. 

Set-Offs Against Government Must Have Been Presented to 

Treasury Department: ad 

In a suit by the United States on a cause of action assign 
to it by the Fleet Corporation defendant held not entitled to 
plead as a set-off claims against the Fleet Corporation which 
have not been presented to the accounting officers of the treas- 
ury as required by Rev. St. Sec. 951 (Comp. St. Sec. 1588)— 
Ibid. 





SANTA FE DALLAS BUILDING 

The new Santa Fe Freight Terminal Building in Dallas, Tes 
now under construction, is one of the largest building projects 
ever undertaken in that city. The building covers 140,000 — 
feet of ground and will consist of four units. The first unit pon 
be a nineteen-story office building, with a ten-story warehous 
immediately in the rear; the second will be ten stories high an 
will house the Dallas Transfer Company; the third will be the 
home of the Southern Ice and Utilities Company and will 
a large cold storage plant; the last unit will be occupied by # 
Dallas wholesale firm. All units will be connected by five ralt 
road tracks, running through an underground tube. One inte 
esting feature of the building is that on top of the second be 
the new home of the University Club of Dallas will be built, wit? 
tennis and handball courts and putting greens adjoining 4 —, 
ous, modern club house. It is expected that the whole projec 
will be completed by January 1, 1925. 
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bas The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 
vious Houston, the second cotton port of the United States, is now beginning to get passenger service. 


lency The above illustration indicates how Houston has pioneered in bringing into its port for a chartered trade trip of its Chamber of 


rmer Commerce the finest passenger liner to enter any American Gulf port. It is the S.S. “Lafayette” of the Compagnie Generale Transatlantique— 
Tbid length 564 feet over all, beam 64 feet, 12,220 gross registered tons. 


This vessel made a round trip from Houston te the West Indies, starting in the month of February and returning the latter part of 
ye on March, taking about 200 citizens. 


The picture also shows one of the newest facilities of the port of Houston now under construction, namely, a large electric power plant 
oO re- to furnish cheap power to all existing and future industries which may be located on the fifty miles of water front at the port of Houston. 
ly an This plant of the Houston Lighting & Power Company costing approximately Ten Million Dollars is designed to generate 180,000 K. W. elec- 
* tricity. ? 
ridge, 


696 P It will not only supplement the existing plant in the City of Houston, but is expected to furnish inexpensive power to all the surrounding 
° . country. 
th to 


The two things thus illustrated in this one picture are indicative of the rapid expansion and growth of the Port of Houston. 
able: Any information as to steamship service, terminal facilities, or industrial possibilities, will be gladly furnished upon inquiry. Address— 
vithin . 


vithin DIRECTOR OF THE PORT, 5th Floor Court House, Houston, Texas 
, and, 
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projects Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 


nit will erect from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
rehouse Ms arehouse,—Re-inforced concrete and steel,—equipped with automatic. sprinkler,—insurance 12c per hundred dollars per annum. 
igh and Flo nenally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

be the t level,—35 feet above mean low tide. 


‘an hold ith pean — in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
} en ie 


lete record of all shi i : : : . 
1- pict re) pments mailed same day of movement. Daily stock reports furnished, if desired. 
five ral our shipments can be financed through our negotiable warehouse receipts. 


end unit anch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


3 luxuti: BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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Personal Notes 





J. BE. Parks has been appointed commercial freight agent of 
the Western Maryland at York, Pa. 

L. E. Luth has been made manager of the newly established 
traffic bureau of the Winona (Minn.) Association of Commerce. 
Mr. Luth was formerly in the traffic department of the South- 
western Interstate Coal Operators’ Association. 

W. E. Ridgeway has been appointed manager’s representa- 
tive, Southern Pacific Company, Atlantic Steamship Lines, with 
headquarters in New York. 

C. B. Ackerman, formerly with western railroads and, for 


the last four years, traffic assistant to the Director-General of. 


Railroads, has severed his connection with the Railroad Admin- 
istration and has opened an office in Chicago. 

A. D, Aiken, general agent of the Rock Island, at St. Louis, 
and Pat Portel, division freight agent of the Rock Island, at 
Oklahoma City, have both been appointed assistant general 
freight agents. ’ 

BD. J. Glaeser has been appointed general agent of the Kan- 
sas City Southern, at Detroit. 

Michael V. Mahoney, general. freight and passenger agent of 
the Wrightsville & Tennille Railroad, died at his home in Dublin, 
Ga., April 21. 

J. W. Brady has been appointed general agent of the Nickel 
Plate district, in addition to his duties as general agent of 
the Clover Leaf district, by the Nickel Plate Railroad. 

S. R. Boyd has been made traveling freight agent of the 
Gulf Coast Lines. 

Timothy J. O’Shaughnessy has been appointed supervisor 
of personnel of the Rock Island. Mr. Shaughnessy entered the 
service of the road as claim adjuster in 1915, after being train- 
master’s clerk with the Chicago & Northwestern. 

F. H, Hocken has been made district freight and passenger 
agent of the Union Pacific, at Spokane, vice C. F. Van de 
Water, who will resume his duties as district freight and pas- 
senger agent at Walla Walla. 

I. L. Hibbard, assistant to Vice-President A. G. Wells of 
the Santa Fe, died suddenly at Los Angeles. Mr. Hibbard had 
spent 48 years in railroad work, most of that time with the 
Santa Fe. 

Walter A. Dutton, chairman of the Public Service Com- 
mission of Vermont, has resigned, effective May 1. Henry B. 
Shaw, a lawyer, will succeed him. 

C. E. Gehr has been made traveling freight agent of the 
Western Maryland, at Hagerstown, Md. W. C. Schafer has 
beeen appointed contracting freight agent, at Baltimore. 

H. G. Elwell has been appointed traffic director of the 
Elizabeth (N. J.) Chamber of Commerce. 

W. D. Dimmitt has been appointed foreign freight solocitor 
of the Norfolk & Western, with office in New York. He will 
report to J. W. King, foreign freight agent. 

J. E. Renquist has been made traveling freight agent of 
the Ft. Dodge, Des Moines & Southern, at Boone, Ia. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Detroit held its ‘Booster 
Night,” the first of a series of monthly dinners, in the General 
Motors Building. Among the speakers were W. C. Cowling, 
director of traffic of the Ford Motor Company; H. H. Rice, 
president of the Cadillac Motor Car Company; and E. D. Bron- 
ner, vice-president of the Michigan Central. The club will hold 
an informal dinner dance May 23. 





An open forum meeting on the subject of railroad consoli- 
dation will be held at the LaSalle Hotel Monday evening, May 
12, under the auspices of the public affairs committee of The 
Traffic Club of Chicago and the legislative committee of the 
Chicago Shippers’ Conference Association. The meeting will 
be preceded by a dinner. The only set speech will be by W. 
A. Colston, vice president and general counsel of the Nickel 
Plate, formerly director of finance for the Interstate Commerce 
Commission. The meeting will then be thrown open for gen- 
eral discussion. 





The Indianapolis Traffic Club held its “Nickel Plate Night” 
April 24. W. A. Colston, vice-president and general counsel of 
the Nickel Plate, spoke on “Transportation and Taxation.” He 
brought out the point that the carriers are paying more than 
a million dollars-a day in taxes and that the government is 
collecting more in taxes than the owners are receiving in divi- 
dends. Albert J. Beveridge, former United States Senator from 
Indiana, the toastmaster, discussed conditions that prevailed in 
Congress, where certain members are seeking to bring about 
legislation that would, he pointed out, be detrimental to the 
carriers and, later, to the business interests of the country. 
He said that, until the transportation act could have a fairer 


THE TRAFFIC WORLD 





Vol. XXXII, No. 18 


trial, a policy of “hands off” should be followed in regard to it. 
J. J. Bernet, president of the Nickel Plate, was the guest of 
honor and spoke briefly to the effect that if the government 
would permit the railroads to conduct their business on a basis 
more like that of private enterprises, there would be further. 
improvements in transportation in addition to those that had 
taken place in the last two years. There were 216 representa- 
tives of the Nickel Plate road present at the meeting. There 
were about 800 persons at the dinner. President F. A. Doebber 
made the address of welcome. 





The Traffic Club of the Cincinnati Chamber of Commerce 
met April 28. ©. G. Hopkins, manager of the public relations 
department of the M. K. & T., spoke on “A Choice Between 
Practical Results and Political Theory.” A number of M. K. 
& T. officials attended the meeting. Representatives of the 
Cincinnati Baseball Club were guests. The club ratified the 
resolutions of the Associated Traffic Clubs of America adopted 
at the Detroit meeting. 





The Traffic Club of Baltimore will hold a dinner and meet- 
ing May 6.* Captain Robert Dollar, of the Dollar Steamship 
Line, wil] be the speaker. 





The Traffic Club of New York held its annual “Ladies’ 
Night” April 29. Members of the club took part in an amateur 
show, “The Traffic Club Frolics of 1924.” Following the per. 
formance there were refreshments and dancing. 





The Traffic Club of Kansas City will hold an old-fashioned 
barn dance May 9. The men will appear in overalls, the women 
in gingham dresses and sun bonnets. Members and their fami- 
lies attended the opening game of the baseball season, between 
Kansas City and Louisville, May 1. 





The Traffic Club of St. Louis held its regular meeting, 
April 28, in the main dining room of the Chamber of Com- 
merce. The club is planning an evening meeting for June 9. 





The Traffic Club of Memphis met April 28. A wrestling 
match was staged for the entertainment of the members. 





The Traffic Club of the Brooklyn Chamber of Commerce 
met April 25. The members ratified the four resolutions re- 
cently adopted by the Associated Traffic Clubs of America. 
Lieut. Col. H. Edmund Bullis, traveler, lecturer and writer, 
spoke on the Philippine Islands. 





The Traffic Council of the Rochester Chamber of Con- 
merce met April 25. J. Marshall and F. E. Winburn, of the 
freight claim division of the American Railway Association, 
were speakers. Mr. Marshall spoke of the work of the claim 
division and of the reduction in claims, which amounted to 50 
per cent since the organization of the freight claim division. 
Mr. Winburn spoke of the detail and work connected with the 
organization. 





R. C. Fulbright, speaking on the Howell-Barkley railroad 
labor bill to the members of the Houston Traffic Club, April 
29, said he regarded the measure as one of the most sweeping 
pieces of legislation that has been presented in Congress in 
many years. He said that, due to powerful influences behind 
the bill, it might be rushed through the present session of 
Congress before the public became fully acquainted with its 
provisions, and, if the public could be brought to realize what 
the bill meant it would bring such pressure to bear on repre 
sentatives in Congress that none of them would dare to 4D 
prove it. He went on to outline the provisions of the bill, de 
scribing the adjustment boards and the board of mediation and 
conciliation, and contrasting the proposed mechanism of these 
bodies with the present Labor Board. He pointed out that, due 
to the way in which controversies would be handled by the 
proposed boards, any action could be indefinitely delayed. 
When the adjustment boards made a decision either the roads 
or the employes could invoke the service of the board of medi- 
ation and conciliation. The roads must either appeal to the 
latter board or abide by the decision of the adjustment board, 
but the employes were not so bound because it was specifically 
provided in section 7 that nothing should be construed to re 
quire any employe to labor without his consent. After beiné 
heard by the board of mediation and conciliation, the parties 
might appeal to the district court of the United States and 
after that to the circuit court of appeals. Thus, Mr. Fulbright 
pointed out, there would be five successive tribunals to hear 
a controversy. This elaborate machinery, he said, was desig? 
to make it impossible for the carriers to bring about a reduc: 
tion of labor costs. The unions could keep a controversy b¢ 
fore the boards for years. He said one of the most peculiar 
things about the measure was the support given it by agri 
cultural interests seeking reduced rates. He said the roads, 
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Speed in the movement of foreign trade tonnage is always an 
ae important consideration to the shipper, and in most cases it 
erica. is absolutely vital. . 
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Appreciating this urgency for quick movement of cargo, the 

Com- Norfolk Port Commission, and the other port agencies at 
Bs Norfolk, with the full co-operation of the port’s railroad and 
claim steamship lines, have for several years devoted themselves to 
bar perfecting the machinery for quickest possible movement of 
h the tonnage, at a minimum cost. 

— : , Quicker turnaround for ships—shorter storage time——-freedom 
April from embargoes—most modern cargo handling devices—ample 
so i pier and warehouse facilities—extensive railway terminals— 
yehind these, and many other factors, have been brought to a higher 
" jo degree of usefulness to the shipper with each succeeding year. 
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ay Eight trunk line railroads, and about fifty steamship lines 
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n Bon tell their own story of transportation efficiency. 
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with no way of cutting labor costs, would have less hope than 
ever of reducing rates for the farmer. 





The Traffic Club of Philadelphia will hold its twelfth May 
outing and shad dinner May 17 at Kugler’s Old Mohican Club 
House, Morris Junction, N, J. Dinner will be served at 4:30 


p. m, and there wil be baseball, quoits and tennis for the en- 
tertainment of the members. 





The Milwaukee Traffic Club, at a meeting, April 25, unani- 
mously ratified the resolutions recently adopted by the Asso- 
ciated Traffic Clubs of America. 





The Denver Commercial Traffic Club held its annual meet- 
ing, April 16. The following officers were elected: President, 
A. M. Hays; secretary and treasurer, C. J. Hotchkiss. 





INTERLOCKING DIRECTORATES, ETC. 


Myron C. Taylor has been authorized to hold the posi- 
tions of director of the Erie Railroad Company and Atchison, 
Topeka & Santa Fe Railway Company. 

Fred M. Garland has been authorized to hold thé positions 
of vice-president and director of the Chicago & Calumet River 
Railroad Company and Pittsburgh, Allegheny & McKees Rocks 
Railroad Company. 

Hadley Baldwin has been authorized to hold the positions 
of chief engineer of the Cincinnati Northern Railroad Company, 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company, 
Evansville, Indianapolis & Terre Haute Railway Company and 
Muncie Belt Railway Company in addition to holding a director- 
ship and/or any other office or offices with the Addison Rail- 
road Company and numerous other short lines. : 

Charles E. Green has been authorized to hold the positions 
of director of the Atchison Union Depot & Railroad Company, 
Leavenworth Depot & Railroad Company, and Saint Joseph 
Union Depot Company, and superintendent of the Chicago, Rock 
Island & Pacific Railway Company in addition to holding a 
directorship and or any other office or offices with the Arkansas 
& Memphis Railway Bridge & Terminal Company and various 
other short lines. 

Fred W. Sargent has been authorized to hold the position 
of director of the St. Paul & Sioux City Railroad Company in 
addition to other positions previously authorized. 

William R. Taylor has been authorized to hold the posi- 
tions of vice-president, director and general manager, and Wil- 
liam E. Barnhart, the positions of director, secretary and treas- 
urer with the Kansas City, Kaw Valley & Western Railway 
Company and the Kansas & Missouri Railway & Terminal Com- 
pany. ' 

James H. Perkins has been authorized to hold the position 
of director with the Los Angeles & Salt Lake Railroad Company, 
Oregon Short Line Railroad Company, Oregon-Washington Rail- 
road & Navigation Company, and Union Pacific Railroad Com- 
pany, in addition to positions previously authorized. 

Patrick E. Crowley has been authorized to hold the offices 
of director and president of the New York Central Railroad Com- 
pany, Chicago River & Indiana Railroad Company, Cleveland, 
Cincinnati, Chicago & St. Louis Railway Company, Indiana Har- 
bor Belt Railroad Company, Michigan Central Railroad Company 
and Rutland Railroad Company, and various other positions 
with numerous carriers. 

Job A. Edson has been permitted to hold the position of 
iirector of the Kansas & Missouri Railway & Terminal Company 
In addition to other positions previously authorized. 


COAL PRODUCTION AND SHIPMENT 


“After a month of steady decline the production of soft coal 
recovered slightly in the week ended April 19,” the Geological 
Survey said in its current coal production report. 

Steps to bring about an increase in production through 
increased demand are being planned by Secretary Hoover, of 


the Department of Commerce. Consumers will be urged to buy 
coal now. 


The Survey’s report, in part, follows: 


The total output, including lignite, mine fuel, local sales, and 
coal coked at the mines, is placed at 6,945,000 net tons. This was 
an increase of 111,000 tons, or slightly less than 2 per cent. The 
present rate of production is 32 per cent less than it was a year ago. 
The average daily output is practically the same as it was in the cor- 
responding week of 1921. Then, as now, the coal industry was greatly 
depressed owing to lack of demand. There is this difference, however, 
whereas the rate of coal consumption was greatly curtailed in 1921, 
owing to the general industrial depression then prevailing, there is no 
evidence that consumption this year has undergone more than the 
normal spring decline. 

The production of anthracite declined to 1,623,000 net tons in the 
week ended April 19. This was a decrease of 233,000 tons, or 13 per 
cent. In comparison with production in the corresponding week a 
year ago there was a decrease of 21 per cent. 

The all-rail shipments of bituminous coal into Eastern New York 
and New England declined again in the week ended April 19. Reports 
to the American, Railway Association show _that 1.496. cars were for- 
warded. This décrease of 262 cars reduced shipments to the. lowest 


level since 1921, except during the strike period of 1922. Anthracite. 
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igguente were pea ng 8 improved and. totaled 2,822 cars as against 
2,739 cars in the week before. The present rate of bituminous move- 
ment into this territory is 61 per cent less than it was a year ago, 
and the rate of anthracite movement is 3 per cent less, 

The cumulative movement of bituminous coal during 1924 to date 
stands’ at 46,753 cars, and of anthracite 49,417 cars. Comparison with 
the correspon period of 1923 shows decreases of 9 per cent and 16 
per cent, respectively. 

Dumpings of bituminous coal over the piers at Hampton Roads 
declined sharply to 305,712 net tons in the week ended April 19. In 


comparison with the. preceding. week this was a decrease of 85,093 
tons, or peanraes 


.22 per cent. The cause of the decline appears to have 
been a general withdrawal of demand for tidewater shipments. Dump- 
ings for the foreign account—cargo and bunker combined—decreased 
17 per cent, and cargoes consigned to New England and the other 
coastwise trade decreased 21 and 35 per cent, respectively. 

he=movement of soft coal via the lakes improved in the week 
ended April 20. ee to reports of the Ore and Coal Exchange, 
the quantity dumped was 234,299 net tons, This was an increase over 
the preceding week of 169,742 tons. Of the total corresponding week 
a year ago, dumpings totaled 244,654 tons. _ 

Cumulative dumpings of cargo coal during the present season to 
April 20 stood at 362,016 tons, a decrease of 42 per cent when com- 
pared with the corresponding period last season. 


Cargo ” Vessel fuel Total 
(Net tons) (Nettons) (Net tons) 
Week ended April 13, 1924 61,522 3,035 6 7 


sg ae nere eb ‘ 7 4, 

Week ended April 20, 1924............. 217,735 16,564 234,299 
Cumulative to April 20, 1924........... 362,016 26,970 388,986 
Corresponding period, 1923............ 638,411 26,856 665,267 


Anthracite shipments up the lakes declined in the week. ended 
April 20 to 16,794 net tons. Of the total 9,555 tons were shipped 
through Buffalo and 7,239 tons through Erie. Cumulative shipments 
now stand at 104,868 tons, an increase of 34,433 tons over those in the 
same period of 1923. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
approximately 11,300 cars the week ended April 26, according 
to the weekly report of the Bureau of Agricultural Economics 
of the Department of Agriculture. The totals from the summary 
of carlot shipments follow: 


Total for wéek and season regularly subject to revision because 
of the receipt of late. and corrected reports from the railroads. 
Asterisks. (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 








Total Total 
This Last 
April April April Sea- Sea- Total 
20-26, 18-19, 22-28, son to son to Last 
1924 1924 1923 Apr. 26 Apr. 28 Season 
Apples (western states)— 
EE 248 274 202 61,932 45,807 46,286 
Apples (eastern states)— 
. Sea 401 526 414 *69,056 64,391 65,997 
Asparagus— 
Protal ¢¥ Sukie entero 66 *88 ** *478 +* 173 
Cabbage— 
(3 542 845 1,017 9,455 6,173 *36,771 
Cauliflower— 
etal. -....5,9%: 23 *43 7 *4,003 4,547 4,616 
Celery (old crop)— 
MNES 5.54. oh she 4 7 2 17,097 14,774 14,921 
Cele new crop)— 
Total Wiededs ts 251 336 240 6,327 5,981 6,398 
Grapefruit— 
Ree a 421 326 ** *16,284 ** 17,634 
Lemons— 
| renee 359 277 oe 5,199 + 8,194 
Lettuce— 
RS Re 436 487 16,944 15,403 27,706 
Mixed Citrus Fruits— 
| Re errs 98 +s 2,699 ** 2,633 
Mixed Vegetables— 
NEGE: Shoaccdion 528 #526 632 *3,026 7,420 24,012 
Oranges— 
Total wcivate op-bd 2,227 2,220 +e 52,169 + 67,939 
Onions (1923 crop)— 
Total ee ») . 129 187 53 *28,745 29,733 29,758 
Onions (1924 crop)— = 
Total td crated 8 AE 385 465 1,137 868 28,745 
Spinach— 
7 TDetal~ .. isis. 468 538 479 6,792 6,683 7,354 
Strawberries— 
ME wetituete 574 248 683 1,421 2,393 17,896 
String Beans— 
OS Sg gar ae 122 85 +* 338 +* 3,310 
Sweet Potatoes— 
SS acti kcae 12 41 - 233 14,158 20,969 21,584 
Tomatoes— 
SS eee 2 293 174 5,083 5,023 5,201 
Potato 1924. crop)— 
8 tal Rs talents marry 336 - 566 1,324 1,118 4,310 
es pay oa 
eading Sec- 
tions, late crop 2,631 4,132 3,632 173,568 168,767 186,055 
Other Sections, 
late crop ..... 70 717 55 16,205 27,029 27,181 
Early crop, 1923. 0 1 1 33,407 40,922 40,92 
Totem .. 4: 2,701 *4,210 3,688  *223,180 236,718 254,158 
** Unavailable. 





OPPOSE GOODING BILL 
Petitions against enactment of the Gooding long-and-short 
haul clause bill have been filed with the House of Represent 
tives by the Tacoma Conference of Commercial and Port Or 
ganizations of the Pacific coast and by the Dried Fruit Asse 
ciation of California. 
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THE ONLY PUBLIC WAREHOUSE IN NEW ORLEANS 


located on the river front. Direct handling of import and export shipments between warehouses 
and ships without drayage charges. Modern concrete floored warehouses with connections to 
Mississippi Warrior Barge Line and all rail lines entering the city. No switching charges. 


THE COMMERCIAL WAREHOUSES 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 
PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE . 


Storage, General Merchandise and Household Goods 


Private track, eprictins equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Petry Express & Storage Co. Inc. 


TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


Merchandise Storage and Pool Car 
ary heme cw wae Distribution 2,000 0. CAR LOAD 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 
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MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“‘Let Us Solve Your Distribution Problem’ 
Centrally Located to All Railroads and Boat Lines 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superi6r 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 





Kedney Warehouse Co. 


Merchandise Storage and Distribution 


Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





WACO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


YEARS 


OF RAILROAD AND OCEAN TRAFFIC 


EXPERIENCE 


ENABLE US TO BE OF REAL SERVICE TO YOU IN 
THE HANDLING 


or rourr EXPORT seusiness 
KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


OF wn LL OFAN ET®) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
F Talo Or-Talol-\- ME OIiSaal-lthaelas 


The largest public warehousing 
unit west of the Atlantic Seaboard 


“WESTERN 


. WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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AIR BRAKE ARGUMENTS 


The Trafic World Washington Bureau 


The question whether the Commission’s existing require- 
ments as to power brakes for use by railroads subject to its 
jurisdiction were in accordance with the law was under discus- 
sion May 1, in No. 13528, Investigation of Power Brakes and Ap- 
pliances for Operating Power Brake Systems, a case initiated by 
the Commission. Wilbur LaRoe, Jr., for the Automatic Straight 
Brake Company, insisted they were not and that the brakes now 
in use did not comply with the requirements of the law. He 
insisted that the brake made by his company would meet the 
mandate of the law and that it was the duty of the Commission 
to revise its requirements and see to it that if the type of brake 
now in use could be made to comply, that it do so. 

Cc. C. Pauling, of the New York Central, speaking for the 
railroad executives, said the matter resolved itself into a contest 
between the railroads and men using brakes, on the one hand, 
and promoters desiring to sell equipment to the railroads, on the 
other. He complained that the railroads had not been served 
with notice of the institution of the investigation. Answering a 
question from the bench, he said the railroads felt they had a 
grievance on that point. 

Edgar BH. Clark, also appearing for the straight air brake 
company, explained how the case was originated, what had been 
done and what should be required. The technical side of the 
matter was explained in detail by Mr. LaRoe, who criticized the 
methods used in making tests and said that all his company was 
asking was for a test on the severest grades in the country, so 
that it could be demonstrated that the straight air brake would 
do what the law required. 

Time for discussion of the subject was also assigned to A. P. 
Thom, Jr., for the executives, Arthur Lovell, for the railroad 
brotherhoods, and Paul Synnestveldt and Paul D. Cravath, for 
the Westinghouse Air Brake Company. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on April 15 totaled 176,698, 
or 7.8 per cent, of the total number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was an increase of 3,951, com- 
pared with the number of such freight cars on April 1, at which 
time there were 172,747, or 7.6 per cent. 

Freight cars in need of, heavy repair totaled 129,892, or 
5.7 per cent, an increase of 3,960, compared with the number on 
April 1, while at the same time there were 46,806 freight cars 
in need of light repair, 2.1 per cent of the number on line, or 
a decrease of nine cars, compared with the number at the 
beginning of the month. 

The railroads on April 15 had 12,144 locomotives in need 
of repair, 18.8 per cent of the number on line, according to 
reports filed by the carriers with the car service division. This 
was an increase of 586 locomotives over the number in need 
of repair on April 1, at which time there were 11,558, or 17.9 
per cent. 

Of the total number, 6,463, or 10 per cent, were in need of 
classified repair, an increase of 335 compared with the number 
on April 1. Reports also showed 5,681, or 8.8 per cent, in need 
= running repair, an increase of 251 since the same previous 

ate. 

The railroads on April 15 had 5,508 serviceable locomotives 
in storage, in readiness for use whenever traffic conditions 
warrant. This was an increase of 860 over the number in 
storage on April 1. In the first fifteen days in April, 28,836 
locomotives were repaired and turned out of the shops. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 19 totaled 
876,923 cars as compared with 881,299 cars the preceding week 
and 958,042 and 706,137 cars in the corresponding periods of 
1923 and 1922, according to the weekly report of the car serv- 
ice division of the American Railway Association. 

Loading by districts the week ended April 19 and for the 
corresponding period of 1923 was as follows: 


Eastern district: owe, 7 os» products, 6,941 and »6,440; live 
stock, 2,984 and 2,927; 34,917 and avis end ‘coke, Hes and 4,369; 
forest roducts 64 454° ey 6,348; ore, 4: merchandise, 
L. C. 63,865; BE A 89, tsa Sa 98,127; total, 
1924, 218, bra 1933, oot, toh; 1 922, 164,000. 

Alleg' egheny district a and grain products, 2,162 and 2,145; 
live stock 364 and "2,654; ——. a _ and 54,065; coke, 5,440 a nd 
7,474; forest t Drodue , BLL ee ore, 4,713 and 6,679; endian 
dise, L. C. L. B67 an miscellaneous, 79,385 and 88,089; total, 
1924, 184,003; "1093, 213 S59; a2, 187, 

Pocahontas distri Grain and grain broguctes 2 a and. 242; live 
stock, 75 and ao mae § 22, a ond forest 
roducts, 1,691 and 1, $67; ore, and 196; mérehandise 3 
,008 and 6,321; miscellaneous, foie and 5,638; ‘total, ‘oi 37,060; 
1923 38,955; 1922 $4,454. 

outhern district: Grain, and grain Pigieets 3,456 and 3,838; live 
stock, 1,454 and 2,008; coal, 016 and 21,131; coke, 924 one 1, 445; for- 
est products, 23,851 and si. 788: ore, 1,525 and. 1,890; erchandise, 
L. L., 39,179 and 40,165: miscellaneous, 47, $02, “and 46, 056; total, 
1924, 132, 907; 19238, 141, 316; iga2, 118,079. 
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Northwestern district: Sena and grain peaducts. | 8; are and 10,313; 
live stock, 7,761 7 8,995; 4,233 and 4,708; co 1,215 and 1,481; 
forest roducts, Tt and 23, 98 86: ore, 4,361 and | 3g! merchandise’ 
\ ie on 489 d 29,886 miscellaneous, 3 5,326 and 39 252; total, 
—, Aces. ‘eta, 1928, 1 121, Std; jogs 96,975. 

tral ‘Western district: Grain and grain products, 10,908 and 
10, 1015 nlive stock, 11,096 and 13,191; coal, §.967 en 15,783; coke, 275 
and 496; forest roducts, 10,770 ‘and 10,596; ore, 2.9 909 and 8,133; mer. 
chandise, L. C 36, 824 and 35,140; miscellaneous, 50,402 and 52 ,885; 
total, 1934, 133,151; 1923, 141,925; 1932, 105,792. 

Southwestern district: Grain and ‘grain products, 4,552 and 4 434; 
live stock, 2,601 and 2,700; coal, 3,077 and 4,055; coke, 207 and 143: 
forest produ cts, 8,769 and 8,827; ore, 436 and 512; merchandise, L 
C. L., 15,074 and 14,696; miscellaneous, 28,637 and 22,895; total, 1924, 
63,353; 1928, 58, ae i9aa, 49,647. 

Total, all ro Grain and gr. products, 36,966 and 38,113; live 
stock, 28,335 — 32, 558; coal, oe 750" and 179, 781; coke, 10, 953 and 

16,010; forest products, 4,763 and 80, 7) ore, 16,581 and 19,905: mer. 
chandis C. L., 249,273 and 238,594; miscellaneous, 335,302 and 
352, 949: reer 1924, 876, 923; 1923, 958, 642; '1922, 706,137. 

Loading of revenue freight this year, compared with the 


two previous years, follows: 





1924 1923 1922 

Four Weeks of January .......... 3,362,136 3,373,965 2,785,119 
Four Weeks of February......... 3,617,432 3,361,599 3,027,886 
Five Weeks of March............. 4,607,706 4,581,176 4,088,132 
Week Ended April Bth............ 862,096 896,375 706,013 
Week Ended April 12th........... 881,299 947,271 700,155 
Week Ended April 19th............ 876,923 958,042 706,137 

REE aE ee | 14,207,592 14,118,428 12,013,442 


LUMBER SHIPMENTS 


As reflected by reports of 380 of the larger commercial 
mills of the country that make comparable weekly reports, the 
national lumber movement, says the National Lumber Manv- 
facturers’ Association, was larger in shipments last week and 
smaller in production and new business than for the preceding 
week. All three factors were less than for the corresponding 
week of 1923, when 22 fewer mills reported. 

The unfilled orders of 264 southern pine and west coast 
mills were 559,275,730 feet as against 595,233,291 for 266 the 
week before. Separately, the southern pine group, 139 mills, 
reported unfilled orders as 245,107,345 feet compared with 253,- 
656,380 the previous week; 125 west coast mills had unfilled 
orders amounting to 314,168,385 feet as against 341,576,911 for 
127 mills a week earlier. 

Altogether the 380 comparably reporting mills had ship- 
ments of 101 per cent and orders of 84 per cent of actual pro 
duction. For the southern pine mills these percentages were, 
respectively, 104 and 93, and for the west coast mills 118 and 
88. Of the comparably reporting mills, 360 (having a normal 
production for the week of 224,363,914 feet) reported produc. 
tion 103 per cent of normal, shipments 105 per cent, and or 
ders 86 per cent thereof, 

The following table compares the national lumber move 
ment as reflected by the reporting mills of seven regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 zet (Reviews 
ee a a ly Ben 380 367 389 
PP VOMIORIOR 6 6.2 < cance civics 244,132,293 247,405,915 245,800,453 
OPE DEE 246,254,701 247,312,756 235,326,874 
ERR SRE PSE 205,312,003 225,990,250 213,128,707 


The following figures compare the lumber movement for 
the first seventeen weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
| RR oe ei sre S.4 3,913,760,123 3,935,576,130 3,784,077,504 
OE. ciniionkaceac stuns une 3,754,477,293 4,214,780,838 4,199, 150,789 
I9G4” HCEORSS So cet ccees 159,282,830 


"279,204,708 "415,073,285 

The mills of the California White and Sugar Pine Asse 
ciation make weekly reports, but they are not comparable in 
respect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. 
Twelve of these mills reported a cut of 9,937,000 feet last week, 
shipments 9,973,000, and orders of 13,498,000. The reported cut 
represents 30 per cent of the total of the California pine regiol 


1924 DeeTeeme..... 8 URES BSI 





CAR SURPLUS AND SHORTAGE ; 

The average daily surplus of freight cars passed the 300,000 
mark-in the period of April 8-14, inclusive, the total having vee? 
305,981 cars as compared with: 278,724 cars in the preceding 
period, while the average daily shortage was 284 cars as col 
pared with 561 cars in the preceding period, according to the 
car service division of the American Railway Association. 

The surplus. was made up as follows:.Box, 85,509; ventilated 


“box, 281; auto and furniture, 6,233; total box, 92,023; flat, 3,601; 


gondola, 87,811; hopper, 92,809; total coal, 180,620; coke, 17,881; 
S. D. stock, 17,222; D. D, stock, 1,627; refrigerator, 8,169; tank, 


- 198° miscellaneous, 808; total, 305,981. 


The shortage was made up of 50 box, 20 auto and furniture, 
60 flat, 110 gondola, 28 hopper’and 16 refrigerator cars. 

Can: roads reported a surplus of 10,000, box, 1,050 flat 
800 gondola, 1,175 S. D. stock and 775 refrigerator cars. N 


_ shortage was reported. 
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HUDSON’S BAY RAILROAD 


Editor The Traffic World: 

We have, at present, considerable agitation throughout 
western Canada and a portion of the United States for the 
completion of the Hudson’s Bay Railroad. This aim is to 
utilize this route for importations and exportations to and from 
these territories. There is very little importation traffic from 
pversea points to this territory. The local press, supporting 
propaganda in favor of this project, concentrates on shortage 
of distances to World Markets through adoption of the pro- 
posed route, as against those at present in use. 

The following questions have been put forward in an effort 
to obtain certain information, but it evidently is not in a posi- 
tion to furnish same or, by doing so, would place a handicap 
pn the propaganda, 

Possibly some of your readers may think the matter 
worthy of consideration and give us some information, on the 
questions as listed: 


(1) Cost of completing Hudson’s Bay Railroad from uncompleted 
point to terminal and necessary repairs. 

(2) Cost of building land facilities at terminal to take care of 
traffic for export. 


t. 

wee Cost of building docks and dredging of bay, if such is re- 
uired. ? 
P (4) The likelihood of increased rates by ocean carriers to reim- 
burse additional expense through navigationi of bay, under ballast 
pn Movement to terminal, due to overseas importation from western 
Canada being on a very limited basis. 

(5) The possibility of a general increase of freight rates to make 

up the loss to railroad companies through diversion of large revenue- 
bearing traffic. 


With reference to question No. 4, we might point out that 
considerable traffic is imported from overseas through the sea- 
port of Montreal. As such traffic is limited for western Cana- 
dian points, it would practically mean that yessels would move 
from Montreal to the Hudson’s Bay terminal under ballast. 
This portion of the journey would be unremunerative and, in 
consequence, ocean carriers might possibly take the stand 
of increasing their rates for export traffic, in which case, any 
benefit accruing from the shorter distance would be nullified. 

John A. Markay, 
Saskatoon Hardware Co. 
Saskatoon, Sask., April 28, 1924. 


THE RAILROAD RATE CLERK 


Editor The Traffic World: 

Referring to the letter published in The Traffic World, 
April 5, under the heading, “Defense of the Rate Clerk,” I 
wish to make reply: 

First, I sincerely wish to thank Mr. Farrell for his thor- 
ough explanation in defense of the railroad rate clerk. From 
actual experience as one of those measley little creatures in 
the capacity of rate clerk to the division freight agent of 
the Southern Railway Company, for the last four or five years, 
it has always been my earnest desire to quote the public the 
cheapest rate applicable to the best of my rate knowledge 
when asked for rate information. Some men, not being fa- 
miliar with freight rates, are at a great loss to understand 
why a rate clerk in Southern territory cannot quote them a 
rate, for instance, from New York to Syracuse, N. Y., which 
would be strictly New York intrastate traffic, and would not 
be of any concern to a railroad not running through the state 
of New York. Therefore, it is natural we would hardly have 
the tariff on file covering, and in a lot of instances parties 
call for rates over the phone carried in tariffs that possibly 
you have never used before, and are at a loss to understand 
why they cannot hold the line while you are checking rates 
for them. 

As stated by Mr. Farrell, rate clerks are human anyway, 
to a certain extent, and if a shipper or a traffic manager has 
a tip as to a certain point a rate would base cheaper on or 
that a rate carried in a certain tariff was cheaper than that 
carried in some other tariff which conflicts, which case 
often does exist, we, the rate clerks, would appreciate the tip 
which would enable us to quote correct rate applicable, and 
at the same time save unnecessary work as well as time that 
we could be using to the advantage of our employer or to 
some other party waiting for rate information. 

Here’s hoping that all traffic managers and other parties 
handling the traffic for industrial concerns will pull together 
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with railroad rate clerks for the betterment, which I am sure 
will benefit all concerned. 


Greensboro, N. C., April 26, 1924. 


SECTION 28 VIEWS 


Editor The Traffic World: 
Inasmuch as Mr. W. L. Clark appeared for the “American 
Peepul” before the House committee on marine and fisheries, 
qualified himself as an “expert” in rate and transportation 
matters, and proceeded to construe Section 28 for the law- 
makers and the ignorant mass, it is possible that opposition 
to the “patriotic” views of this champion of the “Peepul” would 
place the opponent in the position of flirting with a jail 
sentence, ; 

Bring on the jails for one who asserts that Mr. Clark’s 
declarations and assumptions are the most asinine pronounce. 
ments that ever proceeded from the imagination of one of man- 
kind’s refinement upon the Almighty’s long-eared creation. 

Two very interesting points were made by the Champion, 
viz.: (1) that if the interpretation placed upon Section 28 by its 
opponents is the “proper one” the act is unconstitutional; (2) 
that all export rates are “fourth section rates.” 

The writer agrees with the interpretation of the “oppo 
nent’s”; hence, he agrees with the Champion’s view of the 
result of such interpretation. Why didn’t the Champion point 
out the erorr of the “unpatriotic constructionists” and show how 
preference of “water ports” of one state over those of other 
states may be avoided without defeating the purpose of the 
law? Certainly if competing routes that serve common origins 
and different ports equalize the ports in the matter of domestic 
rates where they now enjoy equal export rates the so-called 
“preferentials” will not exist. This point might be argued 
from a thousand different angles, but the only way to reconcile 
the preference of ports resulting from enforcement of Section 
28 with the constitutional prohibition is to assume that a 
reasonable domestic rate that conforms to sections 1, 2, 3 and 
4 of the amended act to regulate commerce is the very minimum 
figure that any carrier has a right to make to or from a port 
on commerce handled by foreign bottoms, and that so leng as 
rates are reasonable per se preference cannot exist. 

What does the Champion mean when he says that export 
rates are all fourth section rates?” Presumably he means 
that a port rate on commerce destined abroad, if lower than 
the contemporaneous domestic rate to an intermediate dry 
land point, violates the long and short haul rule. If this con- 
struction of the long and short haul rule is the “proper one” 
by what provision of law are such export rates sanctioned? 
Will it be contended by the advocates of Section 28 that it is 
legislative sanction of second, third and fourth section de- 
partures so long as such infractions have a beneficent effeci 
upon the merchant marine? 

I fully appreciate that the force of an argument is dimin- 
ished by indulgence in “personalities,” but I cannot refrain 
from saying that this fellow Clark, the self-styled expert, bears 
the ear-marks of the Zebra, which in this age of jazz is some- 
times alluded to as a sport model jackass. 

The foregoing are the personal views of H. B. Cummins, 
citizen, taxpayer, voter, and one among the ignorant mass that 
refuses to accept the asinine opinions of self-anointed doctors of 
thought, politics and constitutional law. 

Galveston, Tex., April 25, 1924 


R. S. Cooper, 


H, B. Cummins. 


MORE RAILROAD PETS 


Editor The Traffic World: 


Under the head of “Pro Railroad Shippers” on page 1001 
of your issue of April 19, you attempt to give the writer 4 
dig in regard to my list of “Railroad Pets” and then quote 4 
pamphlet sent out by the Peaslee-Gaulbert Company, which 
has all the earmarks of propaganda. 

I have not had much experience with this Louisville con- 
cern, and do not know how much of their business is directly 
or indirectly attributable to the railroads; but I do know that 
Louisville has not been very badly treated by the carriers, and, 
as a matter of fact, I think it is safe to say that in no section 
of the United States has there been a greater tendency toward 
the “railroad pet” idea than in the southeast. Commissioner 
Eastman’s recent report is very interesting on that account. 

Now, let me give you a late illustration of this “railroad 
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pet” idea of mine, which is shared by a good many of the 
shippers and shippers’ representatives throughout the country. 
The Commission, in its decision in the Memphis-Southwestern 
case, Docket No. 9702, established a scale of commodity rates 
on cottonseed cake and meal throughout Arkansas and Louisi- 
ana, including points on the east bank of the Mississippi 
River. Shortly after these rates were published, the under- 
signed and the traffic manager of the Texas Cottonseed 
Crushers’ Association had a letter from the traffic manager of 
the Arkansas Cottonseed Crushers’ Association, dated January 
28, 1924, suggesting the filing of a joint complaint covering 
rates on cottonseed cake and meal from southwestern points 
to points east of the Mississippi River. Both Mr. Byars and 
the undersigned responded to the effect that we thought this 
procedure was very desirable, because of the necessity of ob- 
taining uniform and nondiscriminatory rates, the Commission 
being the only body authorized to fix such rates. A little later. 
the writer noticed that, in Supplement No. 7 to Southwestern 
Lines Tariff No. 40H, the carriers har restored the old rates from 
Arkansas to Mississippi River points as proportional rates 
on shipments destined beyond. A comparison of these pro- 
portional rates with the rates fixed by the Commission indi- 
cated that they averaged about seventy per cent of the I. C. C. 
scale from western Arkansas points to the Mississippi River. 
I felt quite certain that this proportional rate, promptly and 
freely given to the Arkansas shippers, would “wet blanket” 
the proposed activity of their traffic manager in regard to the 
filing of a complaint with the Commission, and I advised Mr. 
Byars that I thought that was the last we would hear of the 
matter from that source, which proved to be correct. 

Thereupon, the writer asked the lines operating from 
Oklahoma to the Mississippi River to give us, as proportional 
rates on shipments destined to points east of the Mississippi 
River, seventy per cent of the 9702 rates, until such time as 
the Commission should pass upon what the rates should be. 

Did we get the relief given to Arkansas and Louisiana? 
Well, hardly. 

We got a nice letter from all of the representatives of the 
Oklahoma lines explaining that Arkansas had to have these 
rates to place their products east of the Mississippi River, 
entirely unmindful of the fact that over 50 per cent of all of 
the cottonseed produced in the United States of America 
during the past season was produced in the states of Texas 
and Oklahoma, and that we were without a profitable market 
for our products on account of the depression in the cattle 
feeding business in the west. 

Our last letter on this subject to the carriers was dated 
March 11, since which time we have had neither action nor 
excuse for inaction on this subject. 


Just how do you account for this favoritism, if there are 
no “railroad pets?” The Arkansas proposal to his associates 
in the southwest was dated January 28, and he had his com- 
plete relief on February 29. We asked for the same treatment 
on February 23 and cannot even. get a promise of any con- 
sideration whatever up to April 23. 


The writer is not usually considered either unreasonable 
or unethical in handling traffic matters and, as chairman of 
the Southwest Regional Advisory Board, seems to give fair 
satisfaction. He never knowingly asks for an advantage in 
freight rates, always freely conceding to every other state 
and community what he asks for Oklahoma shippers. He favors 
the making of freight rates by the Commission. He is not 
against the retention of Section 15-A in the transportation act. 
He favors railroad consolidations only for the reason that that 
appears to be the best method of securing uniform and stable 
rates, which will enable the carriers to maintain their credit 
and finance future improvements and extensions. He is utterly 
opposed to government operation of a barge line, or any other 
transportation instrumentality, rail or water, by the United 
States government, and generally speaking, tries to steer a 
sane, conservative course along transportation lines. Why, 
then, this discrimination in favor of the shippers of one or two 
states as against other states which are equally entitled to the 
carriers’ consideration. If they are not “railroad pets,” just 
what is the answer to this problem? 

J. H. Johnston, 
Secy.-Treas., Oklahoma Cottonseed Crushers’ Assn. 
Okla, City., Okla., April 24, 1924. 





Editor The Traffic World: 

I have read your article on page 1067, April 26, and notice 
that the Monsanto Chemical Works of St. Louis has graduated, 
with high honors, into the broad-minded class of citizens who 
are eligible to the title of “pro-railroad.” 

I feel quite certain that it would be possible for a reason- 
ably well-informed man to write an article such as that written 
by the Monsanto Chemical Works without having any special 
axe to grind or having any connection with the railroads other 
than that of the ordinary shipper; but, inasmuch as we have 
unquestionably received the brand of the “narrow-minded” 
class, we might just as well make sure of our ground as we 
go along, and I hope that you will, in republishing such propa- 
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ganda, tell what the broad-minded individual or firm many. 
factures, as nearly as you can; where he gets the raw ma. 
terial; to whom he looks for a market on the finished products: 
and what said products consist of. This would be very helpful 
in enabling anybody reading the article to know that the party 
writing same was entirely disinterested, and he could then 
weigh the arguments advanced in the light of his own informs. 
tion and experience. i 

There are shippers and shippers’ representatives, as wel] 
as whole communities, which do not have to exert any great 
amount of effort or persuasion to get from the carriers what 
they think they are entitled to, while it seems that others, witi 
almost equal intelligence, and quite as good a claim, seem 
to be unable to get anything over without an appeal to the 
legally constituted authorities. 

Oklahoma City, Okla., April 28, 1924. J. H. Johnston. 

In other words 


anyone taking what we call broad and 3 
structive ground with relation to the railroad problem, must, in cota 
not to be classed as “‘pro railroad” in the offensive sense in which Mr, 
ager pe uses the term, prove good character and disinterestedness 

y detailed evidence. We might, with equal justice, call on Mr. Johns- 
ton to prove that he has no reason to feel vindictive toward the 
railroads and that there is nothing, other than his intelligent thought 
to cause him to take the attitude he does. Hither is ridiculous, |} 
is too bad that an individual or an organization cannot think along 
constructive lines without having to smell the poison gas that Mr, 
Johnston and others of his kind shoot at him. By the way, Mr 
Johnston, with all his communications, has not yet disposed of the 
long list of shippers, industrial concerns, and organizations published 
Big Bi gy page of Aare &. to bipeg = have heretofore called 

3 suppose ey are all under suspicion j 
as to their motives.—Editor The Traffic World. — 


LEHIGH VALLEY EFFICIENCY 


The Trafic World Washington Bureau 

Settlement of the shop crafts strike in 1922 by the organ- 
ization of company unions, instead of by agreement with the 
strikers, E. E. Loomis, president of the Lehigh Valley told 
members of the Commission, division No. 5, April 24, resulted in 
great benefit to the company. His testimony was given in a 
resumed hearing on the Commission-initiated No. 14556, the 
economy and efficiency investigation. He said the company 
shops, after the organization of the company unions, operated 
more efficiently, turned out much more work than before the 
strike and conditions generally were much more satisfactory 
than when the shops were being controlled by the federated 
shop craft organizations. 

Since the settlement of the strike in that way, Mr. Loomis 
said, the road was handling more tonnage than ever before 
andthe equipment was in better shape. He said that thirty 
new locomotives were added in 1923 and 50 in the current 
year. The strike of the federated crafts, Mr. Loomis said was 
called off, so far as the Lehigh Valley was concerned, |ast 
mae Some of the striking workmen had returned to work, 

e said. 

Answering questions by Commissioner Potter as to why 
the company had not settled with the strikers, Mr. Loomis said 
there were two reasons. The first was that, when the company 
hired men to take the places of strikers it guaranteed them 
work. The second was that conditions under the national agree: 
ments were not satisfactory and by refusing to settle with the 
federated crafts the company had got rid of them. 

Before Mr. Loomis took the stand a shop superintendent 
from the Sayre shops and a master mechanic from the shops 
at Easton testified as to conditions in those establishments; 
both before and after the strike. 








EXPLOSIVES RULES 


The Commission has issued supplement No. 1 to the regula 
tions for the transportation of explosives and other dangerous 
articles by freight and express and as baggage, including specifi 
cations for shipping containers, containing all outstanding 
amendments to regulations, revised, up to January 1, 1923, 
and made effective March 24, on one day’s notice with the pel 
mission of the Commission. It is a pamphlet of 62 pages. 

At the same time the Commission promulgated revisions, 
effective April 25, to section 3, pertaining to small arms al 
munition; section 5, to tank cars; to corrosive liquids, white 
label; a part pertaining to freight and another to transportation 
of the corrosive liquids by express. 


BUREAU OF EXPLOSIVES BULLETIN 

Instances of carelessness cited in Bureau of Explosives 
pulletin 87-63, for April, 1924, are primarily illustrative of the 
dangers of not handling carefully shipments of oil and acid. 
Two cases of loss in the handling of acids are reported—oné 
where an unsealed, unplacarded, and unbraced car of five-8a 
lon cans of carbon bisulphide was moved through error and 
exploded, due to shocks suffered in movement. A loss amount: 
ing to $4,200 was suffered. There were three instances reporte 
of loss by burning of gasoline or oil, two of them arising 
failure to observe I. C. C. regulations as to keeping the dom 
cover of tank cars closed. The total loss in these cases rang 
from $5,000 to over $7,000. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS— MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


Through bills of lading issued from Gulf Ports te Hawaii, ia, New 
Zealand, Dutch East Indies, fer Transhipment at San Francisce. 


Through bills of lading, frem Pacific Coast Porte te Mexice, Cuba, Porte 
Rice, West Indies, Central America, South America, Eurepe 





Rates quoted, bookings and other information furnished upon 
. application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 18 Moore St. 
Galveston, Texas nsome “, New York City 


? 








UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


Great White Fleet 
Steamship Service <—> 


Regular Freight Sailings From 


New York, Boston and New Orleans 


Oo 

CUBA COLOMBIA 

Havana Cartagena 

Santiago Puerto Colombia 
JAMAICA Santa Marta 

Kingston 

Port Antonio COSTA RICA 

Jamaica Outports Port Limon 
CANAL ZONE ALSO 

Cristobal Ports of Guatemala 
PANAMA and British and 

Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 
Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


Long Wharf 321 St. Charles St. 
Boston New Orleans 


Chicago 
n Francisco 


17 Battery Place 
ew York 


P Continental and Commercial Bank Buildi 
‘acific Coast Agents—Huff Shipping Company, 
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EMLEY’S 


FREIGHT AUTHORITY 


carries 


Rates, Routings and Tariff Authorities 
via 

ALL RAIL (Standard and Differential), RAIL 

and WATER, OCEAN and RAIL, LAKE and 

RAIL (Standard and Differential), CANAL 

and LAKE and ALL WATER. 


FROM The principal manufacturing points 
in Official Classification territory. 


TO Aill Interstate points in the United 
States having a population of one 
thousand or more. 





Vast number rates carried in the reverse direction, also 
many Intrastate rates. 


Rates kept current by monthly supplements. 
Accurate, complete, simple, concise and unique. 

No one interested in rates can afford to be without it, 
Subscription includes special rate service. 

Book sent on approval. 


EMLEY FREIGHT RATES CORPORATION 


256 Broadway, New York City 






Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimere, M Pa. P. Chicage, Hil. 
39 South ~ Drexel Bldg. pm Tg 333 S. Dearborn St. 
And at our Braneh Offices at ports of call, ete. 
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GULF COAST PURCHASE CASE 


The Trafic World Washington Bureau 


Arguments for and against acquisition of the reorganized 
International-Great Northern by the Gulf Coast Lines were made 
to the Commission, April 30, by Carl A. deGersdorff and Frank 
Andrews for the proposition, and Paul Keyser of Houston and 
Nelson Phillips of Palestine against it. The last mentioned, a 
former chief justice of the Supreme Court of Texas, contended 
that acquisition by the Gulf Coast Lines, unless necessary for the 
regulation of interstate and foreign commerce, would be unlaw- 
ful, as a violation of the constitution and statutes of Texas, and 
beyond the power of Congress to authorize or the Commission 
to effectuate. Public interest alone, he argued, was not ground 
enough for use by the Commission as a foundation for a per- 
missive order. The only national power, he pointed out, derived 
from the commerce clause of the Constitution, was to regulate 
commerce between the states and with foreign nations. Con- 
solidations, he contended, under the constitution and laws of 
Texas, could be brought about by the purchase or stock. Under 
the laws of Texas, he said, it was unlawful for a Texas railroad 
to be bought by the railroad of another state. 

Commissioners asked him many questions about the owner- 
ship of stock of Texas railroad corporations, by parent com- 
panies. He said he was not discussing whether the laws of 
Texas had or were being violated by the fiction observed by 
nearly all the big railroad systems which own, and usually hold, 
the stock of their Texas subsidiaries, in their own names. Mr. 
Phillips said the Rock Island, for a long time, if it did not now 
follow that practice, did not hold the stock of the Rock Island 
corporation of Texas creation, but had it held by an individual. 

At the conclusion of his argument, Mr. Phillips presented 
what he called a protest signed by the two senators from Texas 
and a number of representatives which Representative Garner 
of Texas had intended to present. Chairman Hall, to make sure 
he had heard aright that the protest was signed by both sen- 
ators, twice asked him if the signatures of both senators were 
attached. Mr. Phillips answered twice that they were. Thereupon 
Mr.Hall read a message from Senator Sheppard in which the sen- 
ator said he had signed the protest under a misapprehension, 
that he wished to withdraw his name and take a neutral attitude. 

Mr. Andrews, also a former judge, totally disagreed with 
Mr. Phillips, although he said he did not have as close a fa- 
miliarity with some of the cases mentioned as precedents as had 
counsel for the objectors. He said that in connection with a 
case, cited by each side in behalf of its contention, that was 
written by Judge Phillips. 

Mr. Keyser opposed the acquisition of control by stock pur- 
chase mainly on the ground that it would be to the interest of 
Texas communities and shippers to have the International-Great 
Northern continue in its affiliation with the Missouri Pacific, 
thereby allowing the Missouri Pacific access to a Gulf port. He 
said the International-Great Northern, since its reorganization, 
was not a weak road needing the support of a strong one. His 
reason for saying that was based on the fact, as stated by him, 
that with an increase of the gross revenue of something over 
seven -per cent, its net railway operating income had increased 
64 per cent. 

Mr. deGersdorff pointed out the economies that would be 
achieved by the merger, through stock ownership of the proper- 
ties, into one operating unit. 

The proposal upon which the arguments were based, was 
to permit the Gulf Coast Lines to buy’ $7,500,000 of the capital 


stock of the Internation-Great Northern now outstanding, at $31 
per share. 





Digest of New Complaints 


No. 15806. Lehigh Portland Cement Co., Allentown, Pa., vs. Aberdeen 
& Rockfish et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of the long-and-short-haul clause of section 4 on Port- 
land cement from complainint’s plants in Indiana, Pennsylvania, 
Alabama and Virginia to destinations in Carolina, Southeastern 
and Mississippi Valley territories. Asks cease and desist order, 
just and reasonable rates, through routes and joint rates and 
establishment of just, reasonable, non-discriminato and non- 
prejudicial relationship of rates as between Lehigh Valley, Mit- 
chell, Ind., Fordwick, Va., Birmingham and Boyles, Ala., re- 
spectively, on the one hand, and cement producing points in Ken- 
tucky, Tennessee, Georgia and Alabama, Louisiana, Florida and 
the Carolinas, on the other, both as to intrastate and interstate 
Sontinaene in Carolina, Southeastern and Mississippi Valley 
erritories. 

No, by . a Pacific Coal & Oil Co., Thurber, Tex., vs. C. R. I. 
. e@ E 

Unjust and unreasonable rates on iron and steel pipe from 
Alanreed, Channing and Ranger, Texas, to Hastings, Jefferson, 
Marlow, Pauls Valley and Wynnewood, Okla., between July 6. 
1922, and Feb. 28, 1924. Asks cease and desist order, just and 
reasonable rates and reparation. 
. 15808. Tobacco Merchants’ Association of the U. S., New York 
City, vs. Pennsylvania R. R. et al. 

Alleges first class rates on cigars, C. L., 24,000 Ibs. miriimum, are 
a and unreasonable to extent they exceed second class rates. 
Asks for second class rating. 


No 
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No. 15809. Kansas Public Utilities Commission, ‘Topeka, Kan., ys, 


Cc. B. & Q. R. R. and Western Union Telegraph Co. 

Alleges telegraph service at Oberlin, n., performed by West- 
ern Union by contract with the Burlington, is insufficient, inage. 
quate, unjust and unreasonable, in violation of the first section, 
Asks for satisfactory, sufficient, adequate and reasonable inter. 
state telegraph service at Oberlin. 


No. 15810. The Canfield Oil Company, Cleveland, O., vs. A. & V. Ry, 


et al. 


Alleges unjust, unreasonable and unduly prejudicial rates on 7 
carloads of gasoline shipped between April 18, 1921, and August 25, 
1922, from Burkburnett, Wichita Falls, Iowa Park, Henrietta, Fort 
Worth, Electra, Breckenridge and Hope, to points in Ohio, such as 
Elyria, Mansfield, Dover, ete. Asks for reparation. 


No. 15811. E. D. Tyner Construction Co., Kearney, Neb., vs. Union 


Pacific. 


Unreasonable rate on three carloads of fuel oil shipped in May, 


and June, 1923, from Kansas City, Mo., to Kearney, Neb. Asks 
for reparation. 


No. Pam Lexington Elevator & Mill Co., Lexington, O., vs. B. & 0, 


"Alleges unreasonable demurrage charges in December, 1922, on 
grain and grain products. Asks for reparation. 


No. 15813. Joseph H. Steinhardt, New York City, vs. American 


Railway Express Co. et al. 

Unreasonable rates on express shipments of fruits and vege- 
tables, N. O. S., from North Pacific Coast points to New York 
City. Asks for reasonable rates and reparation. 


No. 15814. Hannah Distributing Co. et al, Jackson, Miss., vs. A. & V, 


-Ry. et al. 
Unjust and unreasonable rates on sugar from New Orleans, La, 
to Jackson, Miss. Asks for reasonable rates and reparation. 


No. 15815. Jones Bros. & Co., Inc., Watsonville, Calif., vs. Director- 


General, as agent. 
Unreasonable demurrage charges on tank cars not held for 
loading or any other purpose by the complainant. Asks for repara- 


tion. 
No. hy eg United Zine Smelting Corporation, New York, vs. B. & 0. 
e 


Unjust, unreasonable, discriminatory and prejudicial rates on 
zinc ore from mines in the so-called Joplin-Miami district to 
Moundsville, W. Va. Asks cease and desist order, reasonable and 
lawful rates for the future and reparation. 


No. 15817. Sub. No. 2. The Iliff-Bruff Chemical Co., Hoopeston, IIl., 


vs. C. & E. I. Ry. et al. 

Unjustly discriminatory and unduly prejudical rates on coal 
from Harrisburg, Ill., to Chicago, Indianapolis and Vincennes. Asks 
for reasonable and non-discriminatory rates and reparation. | 

No. 15817. Hoopeston Grain & Coal Co., Hoopeston, Ill., vs. Chicago 
& Eastern Illinois et al. 
Unjust, unreasonable, prejudicial and discriminatory rates on 
coal from Harrisburg, Ledford, Eldorado and Carrier Mills, Il, 
to Hoopeston, Ill. Asks cease and desist order, just and reasonable 
rates and reparation. f 
No. 15817. Sub No. 1. Illinois Lumber, Coal & Grain Co., Hoopeston, 
Ill., vs. Same. 
Same complaint and prayer with respect to shipments of coal 
from Harrisburg and Ledford, Ill., to Hoopeston, Il. 
No, 15817. Sub. No. 3. Illinois Canning Co., Hoopeston, Ill., vs. Same. 
Same complaint and prayer with respect to shipments of coal 
from Harrisburg, Ledford and Carrier Mills, Ill., to Hoopeston, IIL. 
No. 15817. Sub. No. 4. Hoopeston Lumber & Coal Co., Hoopeston, 
Ii., vs. Same. 
Same complaint and prayer with respect to shipments of coal 
from Harrisburg, Ledford and Norris City, Ill., to Hoopeston, Il. 
No. 15817. Sub. No. 5. McGill Coal Co., Hoopeston, IIl., vs. Same. 
Same complaint and prayer with respect to shipments of coal 
from Harrisburg, Ill., to Hoopeston, Il. 


No. 15818. Mount ee Straw ~ gare Co., Mount Vernon, Ind., vs. 
Chicago & Eastern Illinois et al. 
Unjust and unreasonable rates on coal from Wheatcroft, Ky. 
to Mount Vernon, Ind. Asks reparation. 
No. 15819. Garrett & Co., Inc., Brooklyn, N. Y., vs. New York Cen- 
tral et al. ee 
Unjust and unreasonable rates and charges on wine in wooden 
barrels and in tank cars from St. Louis and Sandusky, Ohio, to 
Brooklyn, N. Y. Asks cease and desist order, and reparation. 


No. 15820. Detweiler Coal Co. et al.,Twin Falls, Idaho, vs. Denver 
& Rio Grande Western et al. a 
Unjust, unreasonable, discriminatory and preferential rates - 
charges on lump coal from Mutual, Utah, to points in Idaho. 
Asks reparation. 


No. 15821. G. Bernd Co., Macon, Ga., vs. L. & N, et al. — —: 
Unjust, unreasonable and discriminatory charges, in violation 
of the long-and-short-haul clause, on green salted hides trot 
Marianna, Fla., to Macon, Ga. Asks cease and desist order, ju 
and reasonable rates, and reparation. : 


No. 15822. Indian Refining Co., Lawrenceville, Ill., vs. C. C. C. & St. 
Louis. ; : 
Alleges that by reason of defendant carrier assessing and ons 
lecting chrgs. on shipments of petroleum products from Lawes 
ville, Ill., to Greencastle, Indianapolis, LaFayette and Fowler, In * 
in the period May 5, 1922, to November 19, 1923, inclusive, in be 
cess of the charges that would have accrued by use of a ra 
of 16 cents contemporaneously in effect Lawrenceville to on 
applicable via rails of defendants, complainant has been subject : 
to the payment of freight charges which were and are excessive 
unreasonable and unlawful, in violation of sections 1, 4 and 
Asks reparation. 


No. 15823. Duluth Chamber of Commerce, Duluth, Minn., vs. Chicago 
and North Western et al. sntal 
Unjust, unreasonable, discriminatory, preferential and prejudicia 
rates, in violation of section 6, on butter, eggs and creas 
poultry, in carload and L. C. L. lots, from points in North Dako a. 
South Dakota, Nebraska and Minnesota, to Duluth. Asks cea 
and desist order and just and reasonable rates. 


No. 15824. The Grand Forks Commercial Club, Grand Forks, N. D» 
vs. Chicago & North Western et al. : a 
Unjust, unreasonable, discriminatory and prejudicial rates Of 
butter and eggs from Grand Forks and Jamestown, N. D. rdet 
Crookston, Minn., to Chicago, Ill. Asks cease and desist 9 
and just and reasonable rates. ; tral 
No. 15825. Arthur H. Bryant, Alexanfria, Va., vs. Michigan Cen 
et al. 
Unjust, unreasonable, preferential and prejudicial charges La 
cyanamid from Niagara Falls, Ontario, and Suspension ‘- 
N. Y., to Alexandria, Va. Asks-cease and desist order, jus 
reasonable rates, and reparation. 
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MriNesN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 
Baltimore New York Norfolk 
May 3 May 8 May 10 
May 10 May 15 May 17 
May 17 May 23 May 25 


THEREAFTER EVERY WEEK 








Sailings from ... Baltimore and New York 
S. S. Chas. R. 
McCormick—May 3 — May 7 

S. S. Munindies —May 17 — May 21 
DIRECT TO 

LOS ANGELES HARBOR—SAN 

FRANCISCO, PORTLAND AND 
SEATTLE 

Regular and Frequent Sailings Thereafter 


EASTBOUND SAILINGS 
San Francisco Los Angeles 


SANTA CLARA .... May 6 May 8 
May 13. May 15 
May 15 May 17 
THEREAFTER EVERY WEEK 
Spe eateries 
FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco May 10 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. 5S. COMPANY 


10 Hanover Square, New 508 California St., San Francisco 
wee Contrel “ie. Los —— Calif. 





Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British. Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


St. Louis, Pittsburgh, Baltim 
Coe tiicdeiphia akenaie New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Building ‘Norfollc 
e Building Cleveland 
Pittsburgh. 410 State ‘Theatre Bidg. 





NEWPORT NEWS, VIRGINIA 


Solicits your export and import traffic. 
Steamship service to all important and coastal points. 


Vessels receive and discharge alongside piers. 












Storage available for practically unlimited quantity .of. 
export and import traffic of all kinds, at lowest rates. 


Fast and dependable freight service, with minimum freight 
rates, to and from all interior points. 


Cargo and bunker coal available from the world famous 


“New River,” “Kanawha,” “Logan” and “Eastern Kentucky” 
coal fields. 


Ideal industrial sites available, with ample, competent and 
abundant labor supply. 


Illustrated booklet sent free on application. Address 


NEWPORT NEWS CHAMBER OF COMMERCE, Newport News, Va. 


or any Chesapeake and Ohio Railway Representative 


a SS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront eeeans dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

iblems. We do not desire to traffic man but to 

elp him in his work. 
¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein eee. 
dress Questions and Answers Departmen 


t, 
Traffic Service Corporation, Colorado Building, Washington, D. C. 





Tariff Interruption—Two-for-One Rules (Correction to Previous 
Answer) 
Kentucky.—Attention is hereby directed to our answer to 
“Kentucky,” page 1036, The Traffic World of April 19, and the 
last sentence thereof. This sentence should read: 


It is not inconsistent, therefore, with the commodity rate item, 
to use the authority conferred in Rule 1 of the tariff, and import into 
that commodity rate item, the two-for-one clause of Rule 34 of the 
Classification. By Rule 1 of the tariff, furniture articles described 
in Item 1595 are made subject to Rule 34 to the extent that that rule 
may be consistently applied. 

Insurance by Carrier of Goods Transported by It 

New York.—Question: The following question has caused 
much discussion and we would like your opinion on the mat- 
ter: Do the railroads carry blanket insurance or any kind of 
insurance on freight or equipment moving over their lines? 
If so, what does it cover? 

Answer: While anyone who has made himself responsible 
for the safety of goods has a sufficient interest in them to 
enable him to obtain insurance upon them, and accordingly 
an insurable interest is held to exist in a wharfinger, or a 
warehouseman, and the same rule applies to a common carrier 
of goods by land or water (see Phoenix Ins. Co. vs. Erie, etc., 
R. R. Co., 11% U. S. 312), so far as our knowledge goes it is 
not a common practice for carriers by land to carry such in- 
surance. 

Passenger Service—Discrimination 

Illinois —Question: Kindly give us a ruling on the follow- 
ing: The X Railroad operate what is known as train No. 3, 
A, Ill., to B, Mo., and this train carries a parlor car. At A the 
X Railroad will not sell any of the chairs in this car for other 
than B passengers until after the train leaves A, and then only 
in the event that all of the chairs have not been taken by B 
passengers. 

We believe that this is a discrimination and would very 
much like to have your opinion on the matter. In other words, 
is it permissible under the law, for the X Railroad to operate 
a parlor car for the exclusive benefit of B passengers to the 
detriment of C passengers. In any event, we would like to 
have your opinion and cite us possible decisions handed down 
in like case or cases of this kind. 

Answer: We cannot locate an opinion of the Commission 
nor a decision of the courts specifically in point. However, see 
E. J. Johnson vs. A. T. & S. F. Ry. Co., 38 I. C. C. 294, and 
Loch Lynn Construction Co. vs. B. & O. R. R. Co. 17 I. C. 
C. 396. 

Rating Applicable on Parts or Pieces Constituting Complete 
* Article 

Texas.—Question: Please give me the benefit of your in- 
terpretation of rule 12 and rule 20, Consolidated Classification, 
under the following conditions: 

First, under Item 9, page 292, we have classified what are 
known as Merry-Go-Rounds, K. D., in boxes or crates. These 
articles are shipped in several pieces under one bill of lading. 
Under rule 20 we contend that one and one-half times first 
class is properly applicable to entire shipment. It is con- 
tended that rule 12, section 2, creates conflict and under that 
rule shipment can be rated at the class applicable to each 
separate article constituting the complete machine, notwith- 
standing the fact that it was shipped on one bill of lading and 
tendered as one shipment. 

Second, Item 7, page 396, Consolidated Classification No. 3 
provides for rating on oil tanks with reference to Note 1, Item 
8. Shipment as tendered on one bill of lading, consisting of 
one roadway measuring pump for gasoline filling stations, one 
storage tank 16 gauge or thicker, and other articles as de- 
scribed in Item 8, Note 1. It is contended that first class rate 
should be applied thereon. 

Would appreciate your conclusion with respect to proper 
rating and if convenient to do so cite Interstate Commerce 
Commission ruling which will cover. 

Answer: Under the Commission’s opinion in Harris Broth- 
ers Co. vs. Director-General, 60 I. C. C. 428, the provisions of rule 
20 of the Consolidated Classification are applicable in determin- 


ing the rate to apply on the articles referred to in your letter, 
when shipped~in the manner outlined therein, as when g9 


‘Shipped they comprise a single shipment, and not separate and 


distinct shipments of different parts of the complete article, 

gd also Lakewood Engineering Co. vs. Director-General, 57 

io. CS. oii. 

Routing and Misrouting—Carrier Not Required to Turn Ship. 
ment Over to Competing Lines Even Though Rate Via 
Lower Rated Route Is Shown in Bill of Lading of Carrier 
to Which Shipment Delivered. 

INinois.—Question: We would like your opinion in the fol- 
lowing case and the procedure necessary to recover. 

On April 20, 1923, we delivered a carload of egg fillers to 
the X Railroad, destined to A, Mo., a local point on the Y Ry. 
Bill of lading showed no routing beyond the X Railroad, as of 
course, none was necessary, but showed a rate of 38% cents. 

The rate of 38% cents, as shown on the bill of lading, does 
not apply via X Railroad and Y Railway, but only applies via 
Z Railroad (an originating line carrier), and Y Railway, and 
nothing but a combination commodity and class rate is appli- 
cable via X Railroad. 

Under I. C. C. Conference Ruling No. 474 (C) we would 
understand that in the absence of inquiry by the initial car. 
rier’s agent as to whether routing or rate should be protected 
the carrier would be responsible for the overcharge resulting 
in his inability to protect the rate as shown by the shipper, 
whereas, McLean Lumber Company vs. L. & N. Railroad Con- 
pany, 22 I. C. C. 349, is a decision to the contrary, 

Answer: The Commission’s opinion in McLean Lumber 
Co. vs. L. & N. R. R. Co., 22 I. C. C. 349, is applicable to the 
facts set forth by you. In this case the Commission held that 
where a shipper’s bill of lading contains instructions both as 
to route and rate, and the rate is not applicable over any 
route of the receiving carrier, but is applicable over the route 
of a rival to which the shipper might have delivered the ship- 
ment had he so elected, the receiving carrier may forward the 
shipment over its own line at the rate lawfully applicable, it 
not being obligated to turn the traffic over to its competitor. 
See, also, the following cases: Terhune Lumber Co. vs. So. 
Ry. Co. in Miss., 42 I. C. C. 317; Wells Lumber Co. vs. Gulf & 
Ship Island R. R. Co., 43 I. C. C. 182; Harrison Bros. & Co. vs. 
B. & O., 45 I. C. C. 85; Dewey Bros. Co. vs. So. Ry., 51 1. 
Cc. C. 160; Inman, Akers & Inman vs. Director-General, 55 I. 
Cc. C. 146, and Murray Salt Co. vs. Director-General, 66 I. C. 
C. 441. 


Damages—Conversion—Deduction of Freight Charges From 
Market Value 


Washington.—Question: We made shipment from our 
plant at A, Washington, to consignee at B, Oregon, shipment 
routed to destination via originating carrier. 

Upon arrival of shipment at B, originating carrier turned 
same over to the X Railway, who transported the goods to C, 
California, and there delivered to our consignee, who also 
maintains offices in that city. 

Shipment had the same value at C as at B. We are out 
the freight paid beyond B. Carriers, however, refuse claim 
on the ground that consignee accepted goods at C without 
protest. 

Nothing on freight bill shows intended destination was 
B, Oregon. Consignee at C, California, therefore, had n0 
knowledge that shipment was not intended for him. 

Answer: While it is true that a consignee, in accepting 
a shipment not intended for him, becomes liable to the ship 
per to the same extent as the carrier for conversion of the 
shipment, this fact, as we see it, does not enter into the de 
termination of the amount of the carrier’s liability for the 
conversion of the shipment in question, the carrier being liable 
for the market value thereof at the point to which originally 
consigned, from which amount the freight charges to that point 
are to be deducted. 

Demurrage—Bunching 


Indiana.—Question: We have storage capacity for a cer 
tain commodity of five cars and we use four to five cars of 
this same commodity per week. Therefore, it is necessary that 
shipments be scheduled so as to prevent shortage of material 
and also receipt of too many carloads at our plant in a short 
period of time, which would result in demurrage due to our 
lack of sufficient storage facilities. During the past year we 
have successfully figured on ten days for cars in transit and 
have ordered shipments on that basis. Last month shipments 
came through averaging about four days in transit with the 
result that for a period they bunched on us and, being unable 
to unload due to lack of storage facilities, we were charged 
with approximately $160.00 demurrage. ' 

Can we not seek repartion under rule 8, section B-2, Na 
tional Car Demurrage Rules? Can you cite any decisions 
the Interstate: Commerce Commission in support of this co 
tention? 

Answer: Under the provisions of rule 8 of the Uniform 
Demurrage Rules a carrier must allow additional free time on 
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cars which are not delivered in the sequence in which shipped. 
See Northern Wisconsin Produce Co. vs. M., St. P. & S. 8S. M. 
Ry. Co., 21 I. C. C. 197; Commercial Exchange of Philadelphia 
vs. P. R,. R. Co., 38 I. C. C. 820. 

However, no additional free time will be allowed because 
of bunching if an average agreement has been entered into 
with the carrier. See section E, rule 9, of the demurrage 
a aa Davis Sewing Machine Co. vs. P. C. C. & St. L., 51 I. C. 

Whether or not the cars in question were actually bunched 
is a question of fact, to be determined by a check of the 
dates shipped and tendered for delivery at destination, 

Tariff Interpretation—Advancement of Drayage Charges by 
Rail Carrier 

Maine.—Question: A tariff of the A Railroad states that 
cartage charges from steamship companies and other railroad 
terminals to the terminal of the A Railroad “for furtherance 
beyond, the actual charge for transfer not to exceed the rates 
named below, plus the charges of the carriers mentioned may 
be advanced to the carman and expensed forwarded on the 
waybills for collection from consignee, provided the freight 
bills of said carriers are surrendered to this company.” : 

The rate’ as stated for merchandise is 6c per hundred 
pounds, minimum charge 50c, and shipment was received by 
us on which charge for cartage was 7c per hundred pounds 
and claim was made for the overcharge and paid by the rail- 
road company. Since this payment was made they have re- 
quested us to refund the amount, as they claim “that tariff 
does not say transfer will be only 6c per hundred pounds but 
does specify that transfer charges not exceeding 6c per hun- 
dred pounds will be advanced only on waybill.” 

Will you advise us if they are correct? 

Answer: As we read the item in question the carrier, under 
its tariff, will advance charges for drayage only to the extent 
stated therein and any additional charge for drayage must be 
billed against the consignee and collected by the party per- 
forming such service. 

The item referred to reads in part as follows: “Where 
joint through tariffs are not in’ effect, which is teamed at Port- 
land, Me., from the terminals of the A Steamship Company, 
the B Steamship Lines, Inc. and the C Railway to the term- 
inals of the D Railroad, for furtherance beyond, the actual 
charge for transfer not to exceed the rates named below, plus 
the charges of the carriers hereinbefore mentioned, may be 
advanced to the carman and expensed forward on the way- 
bills for collection from consignee, provided the freight bills 
of said carriers are surrendered to this Company.” 

See in this connection Flour City Steamship Company vs. 
Lehigh Valley R. R. Co, 38 I. C. C. 729. 


Damages—Delay in Transportation 


Massachusetts.—Question: A loss occurred on account of 
ielay. The shipment was delayed six days, during which 
faarket dropped considerably. The commodity in question was 
of a perishable nature and arrived during cold weather. The 
receivers elected to hold the shipment in the car on track for 
better market and held the car for eleven days. At the end 
of the eleven days the shipment was disposed of on a market 
which resulted in their receiving more for the shipment than 
had they sold it on arrival or when due to arrive. There was 
also about one-eighth of the shipment that was damaged by 
frost and which damage undoubtedly occurred while car was 
being held on track awaiting better market conditions. 

Claim was entered for the loss of market between the 
dates car was due on schedule movement and the day avail- 
able for delivery, it being contended that carrier’s contract 
had terminated when car was offered for delivery and that 
they were not further interested. If the consignees or owners 
elected to speculate with the shipment it had nothing to do 
with the carriers as, of course, had the market gone down, 
carriers would have paid only on basis. of the difference be- 
tween the market date due to arrive and when available for 
delivery. 

No claim was made for loss by frost, but solely for the 
difference in market between the dates due to arrive and 
when available for delivery. 

Carriers take the stand that as eventually more money 
was received from the sale of this car than would have been 
had it arrived on schedule or when it did actually arrive, 
there is no liability. If any legal decisions in a case of this 
kind will you kindly quote same? 

Answer: For unreasonable delay in the transportation 
of nearly all classes of goods the difference between the mar- 
ket value of the goods at the time and place at which de- 
livery should have been made and their market value when 
delivery was actually made, plus interest on the value of the 
shipment during the time of the unreasonable delay, from 
which unpaid freight charges are to be deducted, is the meas- 
ure of the carrier’s liability. 

We can locate no cases which hold that the amount for 
which goods were finally sold has any bearing on the deter- 


Vol. XXXIII, No. 18 


mination of the amount of the carrier’s liability other than the 


‘ decisions in Middleton & Co. vs. A. C. L. R. Co., 110 S. EB. 796 


and New York, etc. R. Co. vs. Estill, 147 U. S. 591. In the 
first mentioned case the court on page 797 said: “Ordinarily, 
when goods are shipped with the expectation and intention of 
immediate sale upon delivery, the measure of damages is the 
difference between the market price on the day that the goods 
should have been delivered and that on the day of actual 
delivery. But it was apparent that this rule is not applicable 
where the consignee does not expect or intend to sell upon 
delivery, but intends to store for better prices; for the delay 
in such case could not have had the effect of keeping him off 
the market with the cotton.” 
In the Estill case above referred to, the court said: 


The proper rule of damages was the difference between the 
market value of the cattle in the condition in which they should 
have arrived but for the negligence of the defendant, and their 
market value, in the condition in which, by reason of such negligence, 
they did arrive. 


It was not material whether the plaintiffs intended to keep the 
cattle upon their farms, for breeding purposes, or to sell them upon 
the market, the depreciation in the value of the cattle being the 
same in either case. There is no ground for holding that the plaintiffs 
ought to have traced each animal and to have shown the amount 
received for it when sold. 


Duty of Carrier to Receive and Transport Freight. 

Nebraska.—Question: A is a non-agency station on the 
X Railroad. 

On Marcb 16 of this year a bunch of lambs were loaded 
at A to be shipped to market B. After the lambs were loaded, 
the shipper called the agent of Railroad X, located at the first 
open station beyond A, to ask that agent to have his train 
stop at A to pick up this car of lambs. 

On account of a snow storm the agent at the open sta- 
tion advised the shipper at A that all of. the trains of the X 
Railroad had been annulled. As a consequence, the lambs 
stayed in the cars until Monday afternoon, March 17th, which 
caused considerable shrinkage and the necessity of unloading. 
They were finally shipped out of A Tuesday night. 

Has the shipper at A a good claim against Railroad X 
for not giving any notice that the trains had been annulled, 
or is it up to the shipper to determine first whether or not 
regular trains have been annulled before loading is started. 
If a claim is in order, kindly give reference to parallel case if 
possible. 

Answer: The general rule is well settled that it is the 
duty of every common carrier to receive for carriage and to 
carry the goods of any person tendered to it for transporta- 
tion, provided the goods are such as it holds itself out as will- 
ing to carry. This duty is one imposed by law and arising 
out of the relation which the carrier sustains to the public, 
and no special contract is necessary. 

Nevertheless, the duty to accept for carriage and to carry 
goods tendered is not an absolute duty on the part of a car- 
rier, but is subject to reasonable limitations and conditions. 
The duty of the carrier does not extend to the acceptance and 
the immediate transportation of freight at all hazards and 
under all circumstances, but where, without fault on its part, 
a carrier is unable to perform the service due and demanded, 
it must promptly notify the shipper of its inability, otherwise 
the reception of the goods without notice will estop the car- 
rier from setting up what would otherwise have been sufi: 
cient excuse for refusal to accept the goods or for delay in 
shipment after they had been received. 

In Vencill vs. Q. O. & K. C., 112 S. W. 1030, it was held 
that the carrier was not liable for injuries to cattle for delay 
in transportation caused by a snow storm blocking the track. 
See also Bell vs. Union Pac. R. Co., 177 Ill. Ap. 374; Perkins 
vs. C. C. C. & St. L. Ry. Co, 183 Ill. Ap. 531; L. & N. R. Co. 
vs. Crain, 224 S. W. 1063, to the same effect. Also see S. A. 
L. vs. Rentz, 54 So. 13, in which it was held that where 4 
carrier fails or refuses to accept freight tendered it for trans 
portation because of its inability to transport it, occasioned bY 
extraordinary circumstances or an emergency that could not 
have been reasonably foreseen and for which the carrier 8 
not responsible, such failure or refusal gives the shipper 00 
right to recover for delay in transportation of the freight 
tendered, where the carrier does all that could have beet 
reasonably required of it to meet the demands made upon it 
for transportation. id 

Under the facts set forth in your letter it is our opinion 
that the carrier can not be held liable for the delay to the 
shipment, for the reason that the carrier, at the time the goods 
were tendered to it for shipment, informed the shipper of the 
conditions which would render a delay thereto inevitable. 

Parcel Post—Mistake in Valuation by Shipper 

Ohio. Question: A shipment invoiced at $93.19 was shipped 
via parcel post insured, and the value placed on the package 
was $25.00. 

This shipment was lost, and the Post Office would only 
allow us $25.00, although we have invoice showing actual 
value $93.19. 
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Would appreciate your advising if we must take this loss of 
$68.19 due to the error of a clerk placing the wrong value on 
this shipment, or if the Post Office should pay the invoiced 
value, 

Answer: Under 37 Stat. at Large 558, the Postmaster 
General is authorized to make provision by regulation for the 
indemnification of shippers for parcel post shipments injured 
or lost, by insurance or otherwise. 

Under authority of this statute the Postmaster General 
has fixed certain rates of insurance on such shipments, which 
increase in ratio with the value of the shipment. 

Whether or not it lies within the discretion of the Post- 
master General to depart, in an individual case from the rules 
prescribed in accordance with the statute above referred to 
has not, so far as we can determine, been the subject of judi- 
cial decision. However, inasmuch as the statute directs the 
Postmaster General to provide for indemnification by insurance 
or otherwise, and the Postmaster General has chosen the first 
plan, since insurance necessarily presupposes a fixed basis of 
liability, it seems apparent that the Postmaster General has 
no discretion with respect to allowing payment of a claim for a 
greater amount than the amount upon which insurance is paid. 

Delivery Short of Billed Destination 

With respect to our answer to New York, under the above 
caption on page 969 of the April 12, 1924, Traffic World, the fol- 
lowing provisions of Penna. R. R. G. O. I. C. C. 14020 should 
be taken into consideration in determining the charges appli- 









Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


ey §5—Memphis, ‘Tenn.—Examiner Johnson: 

ourth Section App. No. 12562 et al., filed by Missouri & North 
Arkansas Ry., concerning rates on wheat, corn, etc., from points 
on St. L.-S. F. Ry. and R. I. & P. Ry. in Oklahoma to points 
on its line in Arkansas, etc., also other eommodities in similar 


territory. 

Fourth Section App. No. 12549 et al, filed by F. A. Leland, con- 
cerning rates on live stock in southwestern territory. 

Fourth Section App. No. 12550 et al., filed by F. A. Leland, also 
by various Garriers, concerning rates on lumber and forest prod- 
ucts, etc., between points in Western Trunk Line, southwestern, 
southern, western, etc., territory. (This assignment covers nu- 
merous applications filed by both agents and carriers.) 

Fourth Section Applications No. 12413 et al., filled by Agent F. A. 
Leland, concerning rates on iron or steel pipe and oil well supplies, 
etc., between points in Kansas and Oklahoma; also numerous other 
commodities in Southwestern territory. 

Fourth Section App. No. 12543, filed oy F. A. Leland, concerning 
commodity rates involved in Docket 9702, Memphis-Southwestern 
Investigation, 77 I. C. C. 473, and present rates from and to points 

in other territories not involved in that proceeding. 


x 5—St. Louis, Mo.—Examiner Fuller: 
11 


16—Utah Gilsonite Company vs. Santa Fe et al. 
a & Eastern Railroad Company vs. C. & E. I R. R 
et al. 
oe 5—Madison, Wis.—Examiner Pyne: 
15705—Tomahawk Kraft Paper Company vs. C. & N. W. Ry. et al. 
(to be heard jointly with the Wisconsin Railroad Commission). 
May 5—Cincinnati, Ohio—Examiner Seal: 
15581—Gentile Brothers Comeeny vs. C. of Ga. Ry. et al. Portions 
of fourth section app. No. 1530, filed by Central of Georgia Ry. 
concerning rates on peaches from Eufaula, Ala., to Biston, Mass., 


etc. 
15627—Southern Sporn Chemical Corporation vs. C. C. C. 
& St. L. Ry. et al. 
May 5—Dallas, Texas—Examiner Weaver: 
13703—I.. M, Cohen et al. vs. Santa Fe et al. 
— 5—New York City, N. Y.—Examiner Konigsberg: 
15717 (and Sub. No. 1)—The Texas Company vs. C. B. & Q. R. R. 


et al, 
May 5—New Orleans, La.—Examiner Smith: 
i. and S. No. 2045—Cotton and cotton linters, Southwest via rail 


and water to eastern points. 
May 6—Des Moines, |a.—Examiner Disque: 
1. and S&S. No. and (first supplemental 
Western Trunk Line points to Texas (2). 
May 6—New York City, N. Y.—Examiner Konigsberg: 
14905—-Rope Paper Sack Bureau vs. A. & V. Ry. et al. 
May 6—St. Louis, Mo.—Examiner Fuller: 


—— 


ee Mackey and Cempany vs. C. N. O. & T. P. Ry. 
e ’ 


May 6—Waco, Texus—Examiner Weaver: 


16712—William Cameron & Company Inc., vs. Abilene & Southern 


Ry. et al. 
May 7—Pittsburgh 
i. amd §S. No. 

Maumee and Delta, Ohio. 


* May 7—New Orleans, La.—Examiner Smith: 
1ke46—S 


Pa.—Examiner Witters: 


ub. No. 2—New Orleans Coal and Bisso Towboat Com- 
e 


pany vs. N. O. & N. EB. R. R. et al. 
ae Le Ill.—Examiner Pyne: 
.» an 
points to Trunk Line and New England territories. 
May 7—New York City, N. Y.—Examiner Konigsberg: 


16596 (and Sub. No. te” Motor Company of St. Louis et 


al. vs. B. & O. R. R. et al. 
16609—Somerville Iron Works vs, C. R. R. of N. J. et al. 
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order)—Grain from 


2092—Cement rates from Stroh, Ind., to Toledo, 


S. No. 2082—Glazed sash from Iowa, Illinois, and Wisconsin 
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cable on a shipment such as that referred to in the question: 

There are no stations known as New York or Brooklyn, and by 
reference to Rule S-1 of this tariff you will note carload traffic for 
which shipping order and bill of lading does not show a specific 
station must be receipted and carded and billed to Greenville Pierg 
or Manhattan Piers, N. J., permitting poor delivery to be made 
by the agent in charge. (See Rule No, 33.) 


Rule S-1 reads in part: 


All carload shipments for delivery in New York or Brooklyn 
locally, or to vessels in New York Harbor, not consigned to a speci- 
fic station of this company as shown in Rules S-1 to S-16 inclusive 
or a specific pier, landing place or vessel must be billed to Greenville 
Piers or Manhattan Piers, N. J., and will be held in or on cars, piers 
or warehouses at Greenville Piers or Manhattan Piers, N. J., until 
receipt of written order for disposition from consignee, or party 
notified of arrival, and while so held awaiting orders for disposition, 
the freight will be subject to car demurrage or storage rules as on 
file with the Interstate Commerce Commission and the carriers shall 
not be liable for loss, damage or delay, except in case of negligence 
of the carrier. : 


Rule 33 reads in part: 


(c) If the freight covered by sections (a) and (b) of this rule is not 
consigned in shipping order and bill of lading for delivery at a spe- 
cific station, pier, landing place or vessel in New York Harbor, and 
such freight is ordered, reordered or reconsigned to a specific place 
of delivery in New York Harbor after arrival at Manhattan Piers, 
N. J., or Greenville Piers, N. J., and yards Rahway, N. J., and east 
thereof and before such freight has been forwarded from Manhattan 
Piers, N. J., or Greenville Piers, N. J., a reconsignment charge of 
$2.70 per car will be assessed in addition to the freight charge, except 
as to carloads from which more than one delivery is made under 
Rule 9, pages 27 and 28. (See Note, page 40.) 


May 7—Washington, D. C.—Division 4 of the Commission: 
Finance No. 3541—Excess income of Duluth, Missabe & Northern 
way Company. 
- * 7—Washington, D. C. 
13413—In the matter of automatic train-control devices. (rehearing 
on the Commission’s order of Jan. 14, 1924.) 
a ad re Arthur, Tex.—Examiner Weaver: 
. an . 
Texas to Eastern and New England territories. 
ey 8—Indianapolis, Ind.—Examiner Seal: 
11894—Indiana rates, fares and charges (further hearing on petition 
of Smith & Duckworth with regard to rates on coal; also to de- 
termine a question with regard to rate on sand and gravel be- 
tween Terre Haute and St. Mary’s of the Woods, Ind., in effect 
from Aug. 1 to Dec. 31, 1921.) 
15341—C, F. Carpenter vs. Central Vermont Ry. et al. 
May 9—Argument at Washington, D. C.: 
* 14942—General Petroleum Corporation vs. C. B. & Q. R. R. 
14777—The State of New York and Edw. S. alsh, Supt. of Public 
Works of the State of New York, vs. N. Y. C. R. R. 


May 9—Pittsburgh, Pa.—Examiner Witters: 

* I, and S. No. 2099—Ironi and steel articles, Buffalo-Pittsburgh group 
to Carolina territory. 

May 9—New York City, N. Y.—Examiner Konigsberg: 

13472—United Paperboard Company, Inc., vs. G. & J. Ry. et al. 

May 9—St. Louis, Mo.—Examiner Fuller: 

15586—American Tripoli Company vs. Ahnapee & Western Ry. et al. 
15103—-St. Louis Traffic Bureau vs. Santa Fe et al. 

May 9—Mobile, Ala.—Examiner Smith: 

15691—Gulf Refining Company of Louisiana vs. Southern Ry. et al. 

May 9—Chicago, Ill—Examiner Pyne: : 

I. and S. No. 2081—Hay and straw between Indiana, Illinois and 
Ohio and Mississippi River crossings. 

May 12—Washington, D. C.—Examiner Davis: ’ 

* Finance No. 350i—In the matter of the application of the Salina & 
Santa Fe Ry. Co. for a certificate of public convenience and neceés- 
sity authorizing it to acquire a line of railroad. ; 

* Finance No. 3534—In the matter of the application of the Atchison, 
Topeka & Santa Fe Ry Co. for authority to acquire control, by 
lease and purchase of stock of the Salina & Santa Fe Ry. Co. 

May 12—Kansas City, Mo.—Examiner Disque: 

* I. and S. No, 2097—Class and commodity rates from Atlantic Sea- 
board and defined territories to Southwestern destinations. Por- 
tions of Fourth Section Application Nos. 999 et al., filed by W. J. 
Sedgman, etc., concerning class and commodity rates from points 
in Atlantic Seaboard, etc., to Arkansas, Oklahoma, Texas, Louisi- 
ana and Kansas. 

oom 12—Washington, D. C.—Examiner Keeler: 
‘13158—Nelson Fuel Company et al. vs. C. & O. Ry. et al. 
May 12—New York City, N. Y.: 
12066—Construction and repair of railway equipment. 
May 12—New York City, N. Y.—Jointly before Public Service Com- 
mission of New York and Interstate Commerce Commission: 
1. and S. No. 1933—Commutation fares between points on the N. 
Y. N. H. & H. R. R. (further hearing). 
“- 12—Los Angeles, Calif.—Commissioner Meyer: 
15303—Los Angeles Lumber Products Company vs. Southern Pacific 
Company. 
May 12—Steubenville, Ohio—Examiner Witters: ¢ 
18640_—The } ween Coal Company vs. Director General, N. ¥. & 
.- Re 3 
May 12—Washington, D. C.—Examiner Fleming: R 
18742—Indian Creek Coal & Coke Company vs. Atlantic City BR. 
et al, 
May 12—Burlington, Ia.—Examiner Seal: 
1; and S. No. 2072—Lumber, Missouri points to Burlington and Wes 
Burlington, Ia. 
May 12—Kansas City, Mo.—Examiner Fuller: ado 
1; and S. No. 2083—Petroleum and its products between Colorad® 
New Mexico and Utah. 


No. 2090 and (first supplemental order)—Routing from |, 


May 3 
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TheDELAWARE 
" and HUDSON 


is the strategically located railroad for the 
expeditious movement of all kinds of freight 


EAST or WEST - NORTH or SOUTH 


The DELAWARE AND HUDSON serves zones of large population. 
It affords efficient distribution To and From 


NEW ENGLAND AND EASTERN CANADA 
AND ALL POINTS WEST AND SOUTH 
The DELAWARE AND HUDSON bridges the gap between 


The Pennsylvania R. R.—The Central R. R. of ‘New Jersey—The Lehigh 
Valley R. R—The Lackawanna R. R. and the Erie-R. R. 


























AND—The Boston and Albany R. R. via Albany, N. Y. 
The Boston and Maine R. R. via Mechanicville, N. Y. 

The Canadian Pacific R. R. ( 

The Canadian National R. Rs. via Rouses Point, N. Y. 

The Quebec, Montreal and Southern R. R. \ 


LET THE NEAREST DELAWARE AND HUDSON REPRESENTATIVE TELL YOU MORE ABOUT THIS 
SUPERIOR SERVICE 
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in ey PA. 
E, Coiket, eee re ener ere D. & H. Building W. H. Chase, General Southern Freight Agent................ 
t. F. Beck, General Eastern Freight Agent...... eS 4 a te 1109-1110 Finance Building, 420-26 So. Penn Square 
ATLANTA, GA. ee PA 
Monte Pickens, » Commercial Agent........ 913 Healey Building Ss. . Baldwin, "General eS aie 513-514 Bessemer Building 
ss  — - Restent ¥ ee H, z Deitz, alae? Trav. Coal Agt.....513-514 Bessemer Building 
eeler, New Englan Teight Agent. i:. «i020 cceveseces 
Lipegih age dase 6 0sauaawabhsSueweh 4 715-716 Old South Building oe ig a 
H. Dow, Division Freight Agenf............. 101 Bridge Street 
“se 722 Ellicott Sq. Building SCRANTON, Pi 
ee aE I SRT ‘ J. 3. my Division Freight Agent...... D. & H. Passenger Station 
a ey ILL. 
. Flanders, Jr., General Agent...........cssecsceccceens ST. ea 
seewee a Transportation Blaz., 608 South Dearborn Street J. _ te General Agent............1021-1022 Pierce Building 
MONTREAL, QU TROY, N. Y. 
Jas. FitsSinons, General Canadian Freight Agent............ J. Forster, Division Freight Agent............... Union Station 
2S ESE RIN pence or wl apt eat te St 238 St. James Street E. Rolfe, Ass’t Gen’l Traffic Manager............Albany, N. 
NEW YORK, N. t F. Perry, Assistant to Gen’l Traf. Mgr........... Albany, N. Y. 
Max V. eo hstedt, General Foe iV GausbarccoWin wee sabibie buble co binea W. G. Story, General Freight Agent................ Albany, N. Y. 
LiadwSt salutes cpeleaedene 1446-48 Woolworth Bldg., 233 Broadway Fred W. Nyland, Coal Freight Agent...............Albany, N. Y. 
sana Wa ay N. Y. 
. W. Ackley, Division Freight Agent............ 191 Main Street W. J. MULLIN, General Traffic Manager, Albany, N. Y. 









THE DELAWARE AND HUDSON _ Its resources are at the disposal of those interested in 


. . industrial locations, agricultural possibilities, or the de- 
maintains a department for  \ciopment of raw materials. George E Bates, Ass’t to 


INDUSTRIAL DEVELOPMENT Vice-President for Industrial Development. 









THE DELAWARE AND HUDSON is the Shortest, Quickest and Best Passenger Route Between 
NEW YORK (Grand Central Terminal) and MONTREAL (Windsor Station) 


M. J. POWERS, G. P. A., Albany, N. Y. 
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May 12—Pensacola, Fla.—Examiner Smith: 
‘. ane §._ No. 2079—Creosoting forest products in transit at Pensa- 


May 12—Chicago, Ill.—Examiner Pyne: : P 

1. and 8. No, 2076—Paper scrap, between Chicago, Ill., and Joliet, ill. 
May 12—El Paso, Tex.—Examiner Weaver: 

1 '—Peyton Packing Company et al. vs. Arizona Eastern R. R. 


et al, 
15028—Peyton Packing Company vs. Abilene & Southern Ry. et al. 
May 13—New York City, N. Y.—Examiner Konigsberg: 
i, and &. No. 2091—Carbide of calcium from Sault Ste. Marie, Mich., 
to various southern points. 
May 13—Canton, Ohio—Examiner Witters: 
15637—The Canton Bridge Company et al. vs. B. & O. R. R. et al. 
Portions of fourth section ap . No. 1772, filed by Agent McCain, 
concerning rates on iron and steel articles from Butler, Butler 
Jct., and Natrona, Pa., etc. to Canton and Massillon, Ohio, etc. 
May 13—Kansasg City, Mo.—Examiner Fuller: 
i. and S. No. 2094—Cotton batting in Western Trunk Line territory. 
a ari 3—Chicago, Ill.—Examiner Pyne: 
1 meral Refractories Company vs. BE. J. & EB. Ry. Co. 
May 14—Washington, D. C.—Examiner Sweet: 

1 In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Missouri & North Arkansas 
Railroad Company and its connections. 

May 14—Muscatine, Ia.—Examiner Seal: 
16730. 8. Button Company vs. Ill. Cent. R. R. et al. 
May 14—Jacksonville, Fla.—Examiner Smith: 
15614—Elberta Crate Company vs. A. C. L. R. R. et al. 
May 14—Chicago, Ill—Examiner Pyne: 
+630_—W. B. Ahern Brokerage Company et al. A. C. L. R. R. et al. 
Gey 14—Argument at Washington, D. C.: 

11783—Traffic Bureau of the Douglas Chamber of Commerce and 
Mineg et al. vs. Director General, Arizona Eastern et al. 

11846 (and Sub. No. 1)—Oklahoma iblishing Co, et al. vs. Director 

General, Ahnapee & Western Ry. et al. 

klahoma Paper Company et al. vs. Director General, Ahnapee 
& Western Ry. et al. 
May 15—Cleveland, Ohio—Examiner Witters: 

er a — Cleveland Worsted Mills Company vs. B. & O. R. R. 
et al. 


May 15—Washington, D. C.—Examiner Fleming: 

12497 (and Sub. No. 1)—United States of America vs. Director- 
General, B. &. O. R., et al. (in re supplemental petition filed 
by complainant). 

May. 15—San Francisco, Callf.—Commissioner Meyer: 
1 Los Angeles Lumber Products Company vs. Southern Pacific 
Company. 
May 15—Kansas City, Mo.—Examiner Fuller: 
1 Board of Trade of Kansas City, Mo. vs. A. & W. Ry. et al. 
Mey. 15—New Haven, Conn.—Examiner Konigsberg: 
1 — Foundry & Machine Company vs. A. B, & A. Ry. 
e ‘ 
May 15—Chicago, Ill—Examiner Pyne: 
18676—Old Ben Coal Corporation vs. C. C. C. & St. L. Ry. et al. 
May 15—Argument at Washington, D. C.: 
1 Diamond Match Company vs. Director General. 
13318—Boston Wool Trade Association vs. Director General. 
May 16—Grand Rapids, Mich.—Examiner Witters: 
i. and, 8. No. 2053—Cancellation combination rule on transcontinental 
Cc. 
"x 16—Washington, D. C.—Examiner Boles: 
inance No. 3472—In the latter of the application of the Coal River 
& Eastern Railway Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 
May 17—Chicago, Ill.—Examiner Pyne: 
* |. and S. No. 2100—Team track storage at Chicago, Ill. 
ay, Ih Senterd, Fla.—Examiner Smith: 

1 ; ~patirens Commissioners, State of Florida vs. A. C. L. R. R. 

e 
May 17—Boston, Mass.—Examiner Konigsberg: 
15723—Tolman, Dow & Company, Inc., et al. vs. Tenn. Cent. Ry. 


et al. 
* 15749—Begges & Cobb, Inc., et al. vs. B. & M. R. R. et al. 
May 17—Argument at Washington, D. C.: 
14371—Arkansas Fertilizer Company vs. Abilene & Southern Ry. et al. 
May 19—Washington, D. C.—Examiner Hosmer: 
1. and S&S. No, 2086—A bsorption of switching charges at Ports- 
mouth, Va. 
May 19—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 327—In re tentative valuation of the properties of the 
Great Northern Railway Co. and Montana Eastern Ry. Co. 


May 19—Washi n, D. C.—Commissioner Aitchison: 
13896—In re rules governing ratings of coal mines, other than anthra- 
cite and the distribution of cars to such mines. 
May 19—Boston, Mass.—Examiner Reuters: 
1. an . No. 2089—Rail and lake rates, New England to C. F. A. 
and W. T. L, points. 
May 19—Chicago, Ill.—Examiner Pyne: 
13950—The Atlas Portland Cement Company vs. Director General. 


May 19—Douglas, Ariz.—Examiner Weaver: 
1 uthern Arizona Traffic Assn. et al. vs. Director General, 
Arizona Eastern R. R., et al. 
12391—Southern Arizona Traffic Assn. et al, vs. Director General, 
Arizona Eastern R. R., et al. 
13180—E. A. Tovrea & Company et al. vs. Director General. 
wey 19—Omaha, Nebr.—Examiner Seal: 
1 maha Cold Storage Company et al. vs. C. & N. W. Ry et al. 
May 19—Argument at Washington, D. C.: 
12596 aeeet Steel Car Company vs. Director General, B. & O. 


et al. 
Finance No, 1311—Deficit Settlement with Cri 
Sern es. 1 ripple Creek & Colorado 
“and oe a be Agen we serrate: 
. @ . No. me from Eastern Trunk Li i - 
burgh, Pa., Youngstown, O. and ‘related points, ae oe oe 
May 20—Chicago, Ill.—Examiner Pyne: 
1. and S. No. 2071—Routing of coal from C. & O, Ry., via La Crosse, 
nd. 


THE TRAFFIC WORLD 





Vol. XXXIII, No, 18 


™ ast Srecmvile' Rother Ralay Some 
© orthern w 3 
o> Gas ay Company vs. Southern Raji. 
May 2p Arpament at Washington, D. C.: 
14451 (and Sub. Nos. 1 to 4, incl.)—The Procter & Gamble Distribut. 
ing Company et al. vs. St. L.-S. F. Ry: et al. 
14118 (and Sub No. 1)—Magnolia Provision Company vs. Santa Fe 


e 
as ee om Chamber of Commerce et al. vs, Alexandria & Western 
me se paapmant at Pe eaon, 2. ns in N 
996—Borden’s m ucts Company, vs. N. Y., N. 
H. R. R. et al. — - oN. ie 


1. and S. No. 2046—(and first and second supplemental orders)— 
Furniture from points in C. F. A. territory. 

x 21—Lansing, Mich.—Public Utilities Commission of Michigan: 
inance No. 3079—Construction and operation of line by Detroit 
Connection Railroad. 

Finance No. 2805—Construction and operation of line by Detroit 
Grand Belt Railroad Company. 


- May 21—Muskogee, Okla.—Examiner Seai: 
1683-—Kan 


sas, Oklahoma & Gulf Ry. Co. et al. vs. Missouri P 
R. R. et al. y — 


Mey 22 Asean at Washington, D. C.: 
14397—Liberty Glass Company vs. St. L.-S. F. Ry. 
14717—Mistletoe Creameries et al vs. Santa Fe et al. 
14956—Southland Cotton Oil Company vs. M. K. & T. Ry. and ¢. 
Schaff, receiver. 
15982—-Denver Alfalfa Milling & Products Co. vs. Director-General, 


a | 22—Washington, D. C.—Examiner Vieng 
15701—Electric Short Line Railway Company, W. J. Hield and E, PD, 
Luce, receivers, vs. A. T. & S. F. Ry. et al 


tr a, Ariz.—_Examiner Weaver: 
14351—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al. 


May 22—Chicago, IlL—Examiner Pyne: 
15570—Wellsville Fire Brick Company vs. Director General. 
May 23—Savannah, Ga.—Examiner Keeler: 
* 1. and S. No. 2104—Sugar, Macon territory to Southwestern states, 
May 23—Chicago, Ill.—Examiner Pyne: 


ber somes of Trade of the City of Chicago vs. A. T. & S. F, Ry. 
et al. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 2077, exceptions to Western Classi- 
fication ratings on Junk, assigned for May 1, at Fort Worth, 
Texas, before Examiner Weaver, was cancelled. 

Hearing in Finance No. 3445, In the matter of the applica 
tion of the Florida Western & Northern R. R. Co. for a certif- 
cate of public convenience and necessity authorizing it to con 
struct a line of railroad, assigned for May 2, at Washington, 
D. C., before Examiner Davis, was reassigned for May 2, at 
Jacksonville, Fla., before Commissioner Potter. 

Hearing in No. 15567, The Kindred Farmers Elevator Com- 
pany vs. Director-General, and Great Northern Ry., and I. and 
S. No. 2070, potatoes, Michigan, Minnesota and Wisconsin to 


Alabama and Tennessee, assigned for May 1, at Minneapolis, | 


Minn., before Examiner Pyne, was cancelled. 


OPERATING STATISTICS 


Net ton-miles of Class I roads, exclusive of switching and 
terminal companies, totaled 35,960,000,000 in February as against 
32,628,000,000 in February, 1923, and 70,457,000,000 in the two 
months ended with February as against 70,334,000,000 in the 
same period of 1923, according to compilations made by the 
Bureau of Statistics of the Commission. 

Loaded car-miles totaled 1,302,787,000 in February as against 
1,156,424,000 in February, 1923, and 2,546,576,000 in the two 
months ended with February as against 2,458,118,000 in the same 
period of 1923. 

Empty car-miles totaled 660,768,000 in February as against 
548,744,000 in February, 1923, and 1,332,048,000 in the two 
months as against 1,215,100,000 in the same period of 1923. 

Car-miles per car-day averaged 27.4 in February as against 
24.8 in February, 1928, and 26.2 in the two months as against 
25.4 in the same period of 1923. A 

Net tons per loaded car averaged 27.6 in February against 
28.2 in February, 1923, and 27.7 in the two months as against 
28.6 in the same period of 1923. 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the Treas 
ury that overpayments under the guaranty for the six months 
following federal control were made to the Muscatine, Burling: 
ton & Southern in the sum of $14,328.40; and to the Lorain & 
Southern in the sum of $2,849.58. The following amounts wert 
certified as due the carriers named in final settlement of the 
guaranty: Missouri-Kansas-Texas Railroad Company of Mis 
souri and Missouri-Kansas-Texas. Railway Company of Texas, 
$817,157.85; Williamson & Pond Creek, $29,670.52; Maryland, 
Delaware & Virginia, $37,498.18; St. Paul Bridge & Terminal 
Railway Company, $23,570:05; Greenwich & Johnsonville, 
$6,847.61; Norfolk & Western, $593,668.16; and Shearwood — 
way Company, $1,671.32. Under section 204 (reimbursement 0 
deficit) the Commission certified that $6,999.49 was due the 
White Sulphur Springs & Yellowstone Park, and $14,405.37 the 
East Texas & Gulf. 
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nnouncement 


We take great pleasure in an- 
nouncing the opening of our 


New York Office 


in the Woolworth Bidg. on 
May 15% 


We have taken this step with a 
keen desire to be in more intimate 
touch with our Eastern patrons 
and to act in their interest in solving 
storage and distribution problems 
thru the facilities we have to offer. 


The office will be in charge of 
Mr. Gordon Ross, who will be glad 
to consult with you concerning our 
various services. 


Crooks Terminal Warehouses 


CHICAGO 
KANSAS CITY 


y 
® 
Fest 
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The $5,000,000 Santa Fe Terminal 


Building at Your requirements for the South- 


west can be fulfilled in any of its 
four Units. 


D allas, Texas UNIT 1. Nineteen story modern model finish office 


building and adjoining, ten story wholesale 
= rooms equipped for carrying small 
stocks. 


a 
Located im the UNIT 2. BONDED PUBLIC WAREHOUSE. Occupied 
by THE DALLAS TRANSFER COMPANY. 


heart Oo f t he city General warehousing, distribution and pool car 


service. Members American Warehouse- 
men’s Association and American Chain of 
= Approximately 275,000 square 
eet. 


UNIT 3. Cold storage warehouse for perishable prod- 
ucts—1,500,000 cubic feet capacity—Occupied 
by the Southern Ice & Utilities Co. 


Babson says: 


“The time will come when 
Texas will have the largest pop- 
ulation of any State in the 


country. Wise are the N orth- All Units connected by five submerged railroad 
ern manuf acturers and Jjobbers tracks entirely out of the way of surface operations 
who are now laying their plans and interferences, through underground tubes. 

with this future in view.” 


UNIT 4. To be occupied by National Distributors. 


Office Building and Showroom Unit completed Jan. 
1, 1925. Cold Storage Unit Completed Sept. 1, 1924. 
Bonded Storage Warehouse Unit completed July 1, 
1924. 


The Buyers’ Center 


Contract for space in any of its Units by applying to: 





Dallas Transfer Company, Dallas 
Southern Ice & Utilities Company, Dallas 
Terminal Building Corporation of Dallas 


} 
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WEST ELEVATION; FOUR COMPLETE UNITS OF THE SANTA FE BUILDING 
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PAGE & JONES 


MOBILE, ALABAMA 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 


Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo ofiers. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 












May 
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Duquesne Warehouse Co., Pittsburgh, Pa. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 

The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 

Keystone Warehouse Co., Buffalo, N. Y. 


THE TRAFFIC WORLD 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


2 HARRISBURC 


PITTSBURGH fe) PHILADELPHIA 


BALTIMORE 


apo LWA, 
RAILROAD ° 
SYSTEM 


Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Me. S 
Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal, Philadelphia, Pa. 





THE TRAFFIC WORLD 


FASTEST STEAMERS __ 
BETWEEN SAN FRANCISCO 
AND THE ORIENT 


PLACING ASIA 
| AT YOUR VERY, 
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ae The PIONEER TRANS- Nal ge LINE 


ESTABLISHED 1867 


. Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight . 


at OO eee 
S. S. President Lincoln sails Insurance 

Classification S. S. President Cleveland sails Rates 
. S. President Pierce sails 

S. S. President Taft sails 


Marine 


and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 
San Francisco, Cal. Los Angeles, Cal. 


142 South Clark Street, Chicago, IIl. 


Managing Agent U. S. SHIPP ING BOARD 


10 Hanover Square 
New York City 
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The San Antonio and Aransas Pass Railway Co. 


a 
OE nid 


oli l/l 
Y 

Y ‘ ae. OklahomaCity geo 
y; 
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J. S. Peter, 

Vice-Pres. & Gen. Mgr., 
San Antonio, Tex. 
San Antonio, Tex. 

J. B. Brooks, 
A. G. F. A, 
San Antonio, Tex. 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 
W. A. Springall, 


Com. A 
San its Tex. 


i) & kK 
WChickas\ha bls 
y | 
a Little Rock, 


cs) 


4 Texarkana 
‘4, 


Shreveport 


SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 





Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 


Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 

International & Great Northern Ry. 
Texas Ry. 

Southern Pacific Lines 





FROM Liice 
Corpus Cored | eee San Antonio, Uvalde & Gulf R. R. 
Kansas ¢ City 34 days o36 Gave a San Antonio Southern ay. 
Memphis. as 4s 4. « e. Louis Southwestern Ry.(Cotton Belt) 
ew ee ci ee 











Land Ry. 
en AOS oa MES fer eee ne ae, ee ee aes eg nH Trinit: & Brazos V R 
Proportionate service to above is rendered to all intermediate points. a cg Aer Niguiae ¥ 
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—Motto on the walls of an old 
Chop House in New York City 


HAT is one of the ways in which the Southern 
Pacific endears itself to the hearts of travelers 
over its lines. 


WITNESS: Hon. Hugh C. Wallace, former 
American Ambassador to France, at the conclusion 
of a dinner in a SOUTHERN PACIFIC dining car 
recently, wrote on the back of a menu card— — 


“7 have crossed the continent more 
than a hundred times and think the 
food and service on this dining car 
are the best I have known.”’ 


C 


Southern Pacific Cooks and Waiters are Carefully Trained. Below, at left, are shown future chefs learning some fine 
points of cookery. At right are shown novices watching the action of an Instructor Waiter. 
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